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@ You’ve heard of long railroads—ever hear of a high, 
wide one? Between New York and Chicago the Erie has 
the highest and widest clearance of any railroad, and it 
is built and equipped to carry the heaviest loads. 


If you ship massive machinery or ponderous parts, that 
fact may save you money. You can move complete units 
over the Erie and move them faster. 


But even if your product is as small as pens or pencils, 
the Erie’s wide clearances should be of interest to you. 
They indicate that the Erie has been planned and is op- 
erated for the best interest of shippers. When it’s trusted 
to the Erie, the freight must go through—safe and fast, 
and to your satisfaction. Call your Erie representative 
for full details. 
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Look Before You Locate 


Starrett Lehigh Building, bounded by West 26th and 
West 27th Streets and 11th and 13th Avenues, New 
York City, affords an excellent location for manufac- 
turing and distribution. 


IT HAS — 


® Lehigh Valley Railroad freight terminal on street level. 
Freight elevators direct to platform in rail yard. 


® Truck elevators to all floors with convenient truck pits, 
offering street floor facilities throughout the building. 


® Floor areas, 52,000 to 124,000 sq. ft. Smaller units may 
be leased. 


® Low insurance rates. 

® Live steam for manufacturing purposes. 
® Fast passenger elevators. 

® Restaurant and barber shop. 


INVESTIGATE THE ADVANTAGES OF THIS BUILDING MISSOU i! 
You will find it easily adaptable as your Eastern manu- 

facturing and distributing plant, sales and display PACIFIC 
offices. It is situated on wide thoroughfares in the LI be ES 


center of Manhattan. 


Nationally-known concerns, already occupants of the 
building, have been able materially to lower their New 
York operating costs and at the same time increase “A Service Institution” 


their efficiency. You, too, can save here. 
Write or telephone for descriptive booklet. 
Starrett Lehigh Building SH Pp and TRAVEL 


D. R. CROTSLEY, Manager, 6017 West 26th Street 


Annalee ST.LOUIS GATEWAY 
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VOLUME LVI 


Our Platform 


Private ownership and operation of all transport. 
Take the government out of the ocean and inland water- 
way transportation business. 

Keep politics out of rate-making. 

A scientific determination by competent and un- 
biased investigation as to whether commercial motor 
vehicles are paying their fair share of the cost of high- 
ways used by them in their business, and a uniform ap- 
plication of the principles thus arrived at. 

Proper payment by inland waterway transport for 
the use of the waterways as a place of doing business. 

Equalization of regulation of the various agencies 
of transport and jurisdiction over all of them by the 
same body or coordinated bodies. 


An Interstate Commerce Commission composed of 
men, not only of good character and general ability, but 
with some special training in and knowledge of the mat- 
ters with which they have to deal. 

Non-discriminatory and reasonable rates for ship- 
pers, but a rate level high enough to give the transport 
agencies the adequate revenue prescribed by sound public 
policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 





; men that they must equip themselves to give the sort of 


service that will justify employing them. 





THE OLD, OLD STORY 

“PFINHIS is a poor charge, in face of the record,” says 

J. B. Hill, president of the Louisville and Nash- 
ville, speaking of the accusation (made by us) that the 
railroads whine about their troubles and do nothing 
about them—and then he proceeds once more to tell the 
old, old story of what the railroads think others should 
do for them, with not a word about what they them- 
selves propose to do to remove what seem to many to be 
the causes for approaching government ownership. “The 
record” he speaks of is merely a record of what they have 
asked and what they have accomplished in spite of the 
fact that they have not received what they have asked. 
We admit, at least for the sake of the argument, that they 
are entitled to all they ask and also that their record 
of accomplishment is remarkable and to their credit. But 
the question still remains unanswered—what, if anything, 
do they propose to do to save themselves? Doesn’t Mr. 
Hill understand the question, or does he purposely evade 
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it? He would have done better merely to ignore it if 
he did not intend to answer it frankly. 

We are intrigued by Mr. Hill’s remark that railroad 
accomplishments have not been appreciated because they 
have not been sufficiently publicized—and we agree. But 
why have they not been sufficiently publicized? We are 
glad that one railroad executive of prominence seems to 
appreciate the fact that the duplicated and well paid 
public relations departments of the railroads are not 
doing the institutional job for which they are supposed 
to be paid. Even from Mr. Hill’s point of view as to the 
function of the railroads in the circumstances, here is 
one thing they might do that they have not done. 





WANTED—THE AUTHOR 

i the last year or so there has appeared several times 

in newspapers and periodicals, including The Traffic- 
gram, published by the Associated Traffic Clubs of Amer- 
ica, and publications of various individual traffic clubs 
—the most recent being The Periscope, published by the 
Traffic Club of Cleveland—an article credited to The 
Traffic World on the subject of traffic solicitation, paying 
tribute especially to the work of the off-line solicitors. 





This may have been taken from something appearing in 
the columns of The Traffic World from the pen of a con- 
tributor, though we have not been able to identify it, but 
the comments quoted were never made by The Traffic 
World itself. Can any of those who have used the article 
help us in tracing its authorship? Everyone of whom we 
have thus far inquired. has copied it from some publica- 
tion or other, but there must have been a first one to 
use it. 

Though we are disclaiming authorship, we are not 
necessarily repudiating the sentiments expressed in the 
article—indeed, we find ourselves, to great extent, in 
sympathy with them. 


TRUCK RATE COMMITTEE DOCKETS 
HERE was some discussion at the recent meeting of 
the National Industrial Traffic League of a proposal 
to arrange with The Traffic Bulletin for publication of 
motor truck rate committee dockets—when and if such 
committees are set up and have dockets that could be 
published—in the same manner that railroad rate com- 
mittee dockets are published. 

There is only one arrangement that could be made 
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and now seems as good a time as any to talk about it. 
We are perfectly willing to make it. It would be the same 
arrangement that we now have with the railroads— 
namely, that we publish in The Traffic Bulletin (and in 
our Daily) their dockets of subjects, hearings, and dis- 
positions, sharing with them the expense of such publica- 
tion. 

We do it in that way because, though the dockets 
have a news value, there is such a mass of them that, if 
we undertook to print them without compensation, we 
should soon “go broke.” We stand our share of the ex- 
pense, therefore, because of the news value, the railroads 
standing their share in order to have a medium through 
which shippers and others interested may inform them- 
selves. The situation with respect to the trucks is exactly 
the same as with respect to the railroads. We shall be 
glad to publish their dockets on the same terms. The 
exact figures as to cost are available on request. 


THE EMPLOYMENT PUZZLE 


' view of all the railroads have to say about the clause 
in the emergency transportation act that, they say, 
prevents them from discharging labor in order to effect 
economies, it is difficult to understand an item put out 
by the M. K. T. to the effect that more than 200 fur- 
loughed trainmen and switchmen have been reemployed 
by it and that new brakemen are in training. Of the re- 
employed men in the Texas district, it is stated, fifty-one 
have been out of work since 1932. 


Is this railroad stating the facts correctly? If it is, 
is it an exception to the general condition? Or are the 
railroads simply “stalling” about what they would do if 
the law permitted? Certainly, if they are actually gen- 
erally putting additional men to work, there can be no 
question as to inability to discharge men preventing 
economies. 


ARBITRATION 


HE threatened strike of firemen on the Burlington 

Railroad, due to the demand of the union that a fire- 
man be employed on each of the Zephyr-type diesel- 
motored trains, has been averted through intervention 
and arbitration by the Federal Board of Mediation, the 
railroad agreeing to employ the useless firemen on each 
of the four trains in the above category, leaving the ques- 
tion of whether they shall also be employed on 55 gas- 
electric locomotives, other than the four Zephyrs, to be 
settled in the manner prescribed by the agreements be- 
tween the railroads and the brotherhood. 


This kind of thing is so often the end of arbitration. 
A demand utterly without reason is made by one side; 
the other refuses to agree; arbitration then steps in, with 
the result that, though the side making the demand does 
not get all it wants, it gets more than it is entitled to, 
and, perhaps, all it really expected; it is satisfied, and 
the public thinks there has been a great victory for fair- 
ness and good sense, whereas, all that has been accom- 
plished is that somebody has received something to which 
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he was not entitled. In this particular case the union go 
employment for four men that are not needed, and did jt 
without even going through the proper routine as pp. 
scribed by law, though it is stated that the legal cour 
will be followed in the other similar cases. 

This kind of result is due always to the fact that some. 
body carries a very big stick and the fellow on the othe 
side either has a very weak spine or is utterly at th 
mercy of the one with the big stick, whether he has , 
strong spine or not. Thus, in the present warfare betwee 
Italy and Ethiopia, Mussolini goes into Africa and taky 
what he can, though he has no right to it. The European 
powers, then, either to avert a general war, or to do some 
thing for themselves, or both, contemplate a settlement iy 
which the Italian gentleman with the big stick will ge; 
only part of what he has taken. If such an arrangement 
is consummated he will get, perhaps, not all he wantej 
—though perhaps what he gets will be all he expected— 
but, at least, part of it, the great powers will be satisfied, 
the newspapers and the preachers will talk enthusiastic. 
ally about the reasonableness and fair-dealing that has 
averted a terrible war—and Ethiopia will hold the bag. 

There are, of course, matters that should be arbi. 
trated; that is when there is some difference of real 
opinion as to the merits of the controversy; but when 
there is no right whatever on one side, arbitration and 
intervention usually result in that side getting some, if 
not all, it wants. Claim everything, admit nothing, and 
then submit to arbitration is a pretty good policy for one 
who is utterly in the wrong and has no right to expect 
anything, and a very weak policy for one who is thor 
oughly in the right. 

As to this particular strife in connection with fire- 
men on diesel-motored trains where they are not needed, 
labor is not only wrong in principle but exceedingly 
short-sighted, even if it succeeds in getting what it wants. 
The reason for these trains is that they can be operated 
less expensively than other trains; one of the reasons why 
this is so is that not so many men are needed to operate 
them; if you compel the railroads operating them to 
employ men they do not need, then, to just that extent— 
and it may be enough—you destroy the demand for such 
trains; when you destroy the demand for this new de 
velopment, though you may have obtained jobs for a few 
men, you make impossible the employing of hundreds and 
thousands of other men in constructing such trains—be 
cause they will no longer be constructed. The ways of 
organized labor are past understanding to us; it seems 
never to take the long and wise view, but always the close 
and narrow one; one job today is better than a hundred 
tomorrow in its philosophy. 


CAR SURPLUS REPORT 


The average daily surplus of freight cars in the period No- 
vember 1-14, inclusive, was 232,688 cars, an increase of 24,530 
cars compared with the preceding period, according to the Ass0- 
ciation of American Railroads. It was made up as follows: Box, 
115,740; ventilated box, 1,302; auto and furniture, 16,876; total, 
box, 133,918; flat, 8,443; gondola, 31,389; hopper, 29,656; total, 
coal, 61,045; coke, 363; S. D. stock, 17,791; D. D. stock, 3,872; 
refrigerator, 6,371; tank, 281; miscellaneous, 604. Canadial 
roads reported a surplus of 9,526 cars, made up of 6,846 box, 592 
auto, 620 flat, 380 hopper, 416 S. D. stock, 264 refrigerator and 
408 miscellaneous. 
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Current Topics in 
Washington 





A few days before the Commission 
authorized reductions in rates on lum- 
ber from Southern to Official Territory 
(see Traffic World, December 7, p. 976) 
it received a telegraphic message from 
the D. L. Fair Lumber Company, Louis- 


Mississippi’s 
Christmas Prospects 


Have Improved 


ville, Miss. 
“Your failure approve lumber rates,” said the message, “pro- 


posed by southern railroads applicable Official Territory putting 
us out of business. Families of our more than 400 employes will 
have empty bellies Christmas unless decision reached quickly 
allowing us to compete with southwestern and transcontinental 
rates. Theories are, indeed, beautiful to contemplate for those 
who are warm and well fed.” 

One fly in that ointment, it might be suggested, was the 
failure of the Southern and Official Territory lines to eliminate 
fourth section departures in time for the Commission to act 
before it did give the necessary permission. A suggestion to 
that lumber company might be that it persuade Mississippi 
senators and representatives to forego any rest until they see 
Congress pass and the President sign the Pettengill bill, H.R. 
3268, or one like it, taking the long and short haul clause out 
of section 4. 

In situations of this sort, where quick action is desirable, 
that part of the law stands, club in hand, to clout any and every- 
body unable, on the spur of the moment, to rearrange hundreds 
of thousands of rates so as to bring them into conformity with 
its terms. It was the inability of the railroads to comply, in 
even weeks of effort, with that part of the law, not the failure 
of the Commission, that caused relatively slow action on the 
part of the railroads to grant the relief they were as anxious 
to give as the southern lumbermen were to receive. 





That 50-passenger airplane, the 
China Clipper, and her sister ships will 
not, according to the Department of 
Agriculture, be unmixed blessings. The 
agency that can and, doubtless, soon 
will take passengers and mail across 
the Pacific in a little more than three days, with equal facility, 
can carry insect pests from the orient to this land of heavily 
taxed but otherwise free men. 

That branch of the government points out that a few in- 
conspicuous insects or leaf spots, carried by that plane, might 
start an infestation or infection it would cost millions of dol- 
lars to stop—if it could be stopped at all. Federal inspectors, 
it is pointed out, constantly halt, at the border of the country, 
fruit flies, potato weevils, pink bollworm, citrus canker, and 
sugar cane and rice diseases by methods long in use. 

Coming of the plane service over the Pacific increases the 
need for vigilance. The China Clipper was inspected en route, 
by the men intent on keeping out plant pests and again at its 
landing place on the Pacific coast in quest of pests that might 
like the idea of a ride over the Pacific in shorter time than 
all but a few humans of this generation can ever hope to take. 


China Clipper Serv- 
ice a Blessing 
with One Drawback 





Soon a 1910 fourth section appli- 
cation will be as rare as a Button 
Gwinnett signature or a great auk. 
Such applications were filed in 1910 
after the revision of that year so as 
to hold static the departures from the 
long and short haul part of the section then in existence until 
the Commission could pass on the question of what “permanent” 
relief should be given, if any. 

Only five remain to be acted on. They all revolve around 
the greater question as to the power of the Commission in 
respect to rates to and from an adjoining foreign country. Two 
of them pertain to relief as to rates to Mexico and three pertain 
to relief to Canada. 

; Nearly three years ago, division 2, of which Commissioner 
Aitchison is chairman, instituted an intensive drive to get rid 
of applications that seemed to have gathered more than their 
share of moss. (See Traffic World, August 5, 1933, p. 212.) They 
seemed more moss-grown than necessary. It was soon found, 


Moss Covered Fourth 
Section Applications 
About Gone 
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however, that they were really not moss-covered. They were 
as much alive as they were when they were filed. That was 
so for the simple fact that the situations with which they were 
connected Were in process of treatment. It would have been a 
waste of time to dispose of them while the subject matter to 
which they pertained was still alive. 

_ Five thousand and thirty-one applications for “temporary” 
relief were filed under the proviso carried in the 1910 revision 
of the section. That figure means little. For instance, the 
Southern Railroad filed one application to cover the hundreds, 
if not thousands, of fourth section departures in connection with 
its local and joint rates. Other applications pertained to only 
one or two situations. 

The five untreated situations are being held up because the 
Commission has not come to a conclusion as to what it can do. 
There are many applications in the machinery of the Commis- 
sion. But the applications have gone through the process of 
hearing. Some have reached the proposed report stage and 
some are on the point of being made the subject of final dis- 
position reports. 

A proposed report was made on the Mexico applications 
(see Traffic World, July 15, 1933, p. 89) and a final or Com- 
mission report in 1935. (See Traffic World, July 6, 1935, p. 
9.) But the railroads are not satisfied. They have asked in 
such dulcet tones for a reopening as to create the impression 
that there is no prospect of speed being made by disposing of 
the Canadian applications immediately on the basis of the hold- 
ing in the Mexican applications, which was that the Commission 
had jurisdiction as to rates into Mexico. But when the Mexican 
applications are disposed of (they were held up a long time 
on the theory that they were connected with the southwestern 
class revision) the end of the 1910 applications will be in sight. 

Every one of the Commission’s big class rate revisions made 
it futile to dispose of 1910 applications until after the revisions 
were themselves completed. 





Before the Commission moves its Bu- 
reau of Motor Carriers to Washington’s 
Harlem, it has been suggested, some 
branch of the government should institute 
at least two investigations. 

The first, according to the view of 
those who think there should be inquiries, should cover “Pro- 
posed Wasteful Transportation by the Interstate Commerce 
Commission.” The second should be entitled, “Wasteful Use 
of Its Space by the Interstate Commerce Commission.” 

Perhaps the Association of American Railroads would under- 

take to furnish the money for making the investigations, or, if 
it were not so inclined, another thought is that the victims 
of Commission orders in Ex Parte No. 104, part II, covering 
industrial switching allowances, might make an appropriation 
for that purpose, not because the orders are necessarily tyran- 
nical or illegal, but because they are at least financially irri- 
tating. 
Almost any of the attorneys who have taken part in tap 
line or industrial switching proceedings could think up a re- 
spectable number of questions about the wastefulness of trans- 
portation inherent in a moving of the Bureau of Motor Carriers 
to be cheek by jowl with the Cotton Club, believed by those 
who know little about it to be one of the highlights in this 
Harlem. 

Or, if there were a lack of questions to ask on waste of 
space, some of the lawyers for carriers that have been criti- 
cized for building great fruit and produce terminal warehouses 
might find it possible to ask questions about the wasted space 
in the building the Commission occupies by not squeezing to- 
gether some of the bureaus so as to make room for the Bureau 
of Motor Carriers. One with a zestful desire to promote gayety 
could think of many things that should be answered before 
the flight to Harlem takes place. 


Fine Opportunity 
for at Least Two 
Investigations 





“Few die and none resign,” somebody 
said about office holders. The fact that 
newspaper correspondents this week lis- 
tened to an exchange of “you’re a liar” and 
“you’re another,’ between men trying to revive the system of 
bureau government the Schechter chicken case was supposed 
to have ended, is not the only thing to remind one that the NRA 
is not dead. 

A skeleton NRA was set up after the chicken case was 
decided and it has spent hundreds of thousands of dollars, if 
not millions, since that time. But that is not the only thing 
that is still alive notwithstanding the decision that came forth 
in a unanimous opinion after Fred H. Wood had talked to the 
Supreme Court justices in the plain way he used to talk to the 
Commission about the commerce clause of the Constitution. 

The National Code Authority of the Wholesale Automotive 


NRA Long Way 
from Dead 
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by men in that trade. 


men.” 


The stationery of the national body shows the eagle, not 


in blue, but in black outline and stipple. And under the eagle 
is the legend, “‘Registration No. 1, 1934.”—A. E. H. 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended December 7 totaled 
637,133 cars, 66,706, or 11.7 per cent, above the preceding week, 
85,648, or 15.5 per cent, above the corresponding week last year, 
and 95,141, or 17.6, per cent above the corresponding week in 
1933. 
803; coal, 137,991; grain and products, 30,996; live stock, 15,154; 
forest products, 29,564; ore, 5,696; coke, 8,611. 

Revenue freight loading the week ended November 30 totaled 
570,427 cars (see Traffic World, Dec. 7), according to the Asso- 
ciation of American Railroads. All districts reported increases 
for that week compared with the corresponding week last year. 
All districts also reported increases compared with the corre- 
sponding week in 1933. 

Loading of revenue freight in 1935 compared with the two 
previous years follows: , 


1935 1934 1933 

© WOGKS I TARURTY ci ciccccccccesce 2,170,471 2,183,081 1,924,208 
4 weeks in Pebruary ....ccccccseces 2,325,601 2,314,475 1,970,566 
5. WOGES TH TEBTOR onic ccccccvcscece 3,014,609 3,067,612 2,354,521 
OEE ss oe 000.000cisascceks 2,303,103 2,340,460 2,025,564 
re ee ree 2,327,120 2,446,365 2,143,194 
ee ED dinviecnehansssedeee 3,035,153 3,084,630 2,926,247 
Ue OS ere 2,228,737 2,351,015 2,498,390 
SS errr 3,102,066 3,072,864 3,204,919 
4 weeks in September ............. 2,631,558 2,501,950 2,567,071 
© WeeNe 1h QOUGOe? <occcec cecaceses 2,881,924 2,534,940 2,632,481 
Week of November 2 ....cccccccses 680,662 613,048 614,136 
Week of November 9 ..../...c.e0. 653,525 594,790 583,073 
Week of November 16 ............. 628,330 585,034 602,708 
Week of November 23 ............. 646,503 561,942 585,738 
Week of November 30 ............. 570,427 488,185 499,596 

BOE Gack edes es bansskeedeun cae 29,199,789 28,740,391 27,132,412 


Revenue freight loading by districts the week ended No- 
vember 30 and for the corresponding period last year was 
reported as follows: 


Eastern district: Grain and grain products, 6,259 and 4,415; live 
stock, 1,234 and 1,582; coal, 26,001 and 21,310; coke, 2,034 and 1,366; 
forest products, 1,268 and 1,194; ore, 783 and 449; merchandise, L. C. 
L., 35,353 and 35,065; miscellaneous, 54,859 and 39,918; total, 1935, 
127,791; 1934, 105,299; 1933, 110,932. 

Allegheny district: Grain and grain products, 3,694 and 2,782; 
live stock, 888 and 1,260; coal, 27,990 and 25,722; coke, 3,498 and 1,521; 
forest products, 805 and 671; ore, 2,777 and 1,255; merchandise, L. 
C. L., 25,981 and 25,657; miscellaneous, 46,514 and 34,279; total, 1935, 
112,147; 1934, 93,147; 1933, 95,794. 

Pocahontas district: Grain and grain products, 235 and 268; live 
stock, 121 and 107; coal, 28,404 and 22,970; coke, 471 and 393; forest 
products, 554 and 424; ore, 98 and 146; merchandise, L. C. L., 4,704 
and 4,619; miscellaneous, 5,345 and 4,237; total, 1935, 39,932; 1934, 
33,164; 1933, 31,668. 

Southern district: Grain and grain products, 2,241 and 1,950; live 
stock, 932 and 1,139; coal, 15,868 and 13,078; coke, 291 and 230: forest 
products, 7,998 and 6,123; ore, 762 and 296; merchandise, L. C. L., 
24,064 and 24,589; miscellaneous, 31,851 and 28,399; total, 1935, 84,007; 
1934, 75,804; 1933, 74,763. 

Northwestern district: Grain and grain products, 7,916 and 5,483; 
live stock, 3,157 and 3,780; coal, 7,002 and 6,785; coke, 1,193 and 544; 
forest products, 7,168 and 4,414; cre, 803 and 111; merchandise, L. C. 
L., 16,013 and 16,085; miscellaneous, 23,701 and 20,636; total, 1935, 
66,953; 1934, 57,838; 1933, 56,547. 

Central Western district: Grain and grain products, 6,670 and 
5,642; live stock, 5,243 and 6,190: coal, 10,960 and 10,066; coke, 165 and 
169; forest products, 4,334 and 3,538; ore, 1,690 and 982; merchandise, 
L. C. L., 20,948 and 19,820; miscellaneous, 37,921 and 30,114; total, 
1935, 87,931; 1934, 76,521; 1933, 83,999. 


Trade, as shown by press information sent out by it, is still in 
business to the extent, at least, of writing inquiries to the Com- 
missioner of Internal Revenue about taxes that should be paid 
That the national organization is not 
the only part that is still alive is disclosed by the fact that that 
press information shows that the national organization trans- 
mitted to the Commissioner of Internal Revenue a tax question 
submitted to it by, as its letter said, “one of our district chair- 


Miscellaneous loading totaled 250,318; merchandise, 158,- 
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Southwestern district: Grain and grain products, 3,147 and 3,4. 
live stock, 1,451 and 1,815; coal, 4,051 and 3,666; coke, 125 and 94)’ 
forest products, 3,827 and 2,304; ore, 195 and 340; merchandise, L, ( 
L., 10,783 and 10,934; miscellaneous, 28,087 and 23,868; total, 193; 
51,666; 1934, 46,412; 1933, 45,893. 


DEMURRAGE ON PRIVATE CARS 


A new note, to replace the present note 1, of Paragraph 
4-a, of demurrage rule 1-B, has been drafted and Will be py, 
lished, effective February 1, 1936, according to a circular iggy; 
by the National Industrial Traffic League. The new note lip. 
eralizes somewhat the restrictions on exemptions from demy. 
rage on private and leased cars. It was discussed at the recey 
meeting of the league in Chicago (see Traffic World, Novembe 
23, p. 895). The new note reads as follows: 


Note 1.—For the purpose of this exemption from demurrage: 

A private car is a car having other than railroad ownership, 

A lease of a car is equivalent to ownership. Private cars must 
have the full name of the owner or lessee painted or stenciled theregy 
or must be boarded with wooden, metal or cardboards showing th, 
full name of owner or lessee, and, if cardboarded the cardboard mug 
also show initials and number of car and date of shipment. If the 
name of lessee is painted, stenciled or boarded on car, then the ca; 
is exempt from demurrage for the lessee only. If name of lessee js 
not painted, stenciled or boarded on car, then the car is exemp 
from demurrage for the owner only. The application of this note 
to leased cars shall be subject to the following conditions: 

(a) When a leased car is held for loading, it shall not be exempted 
from demurrage unless evidence of lease to the owner of the track 
as provided in Note 1 is on the car before expiration of free time. 

(b) When a leased car is held for unloading, reconsignment or 
reshipment, it shall not be exempted from demurrage unless the name 
of lessee is on the car when it leaves point of shipment, as evidenced 
by notation on the bill of lading or shipping order and waybill therefor, 
reading “‘car leased to (name of owner of track).”’ _ 

A private track is a track outside of carrier’s right of way, yari 
and terminals, and of which the carrier does not own either rails, 
ties, roadbed or right of way; or a track or portion of a track which 
is devoted to the purpose of its user, either by lease or written 
agreement, in which case the lease or written agreement will be 
considered as equivalent to ownership. 


WIRE NOTICE UNDER DEMURRAGE RULE 4E 


The demurrage committee of the Association of American 
Railroads has given consideration to the request of the Na- 
tional Industrial Traffic League to reconsider an informal rul- 
ing made by the director of service to the effect that a notice 
sent by telephone is a notice by wire in the meaning of de 
murrage rule 4-E, and voted to table the request. The matter 
is still on the docket of the league’s committee but it has not 
as yet been determined what further action it will take. In 
the report of the league’s meeting (Traffic World, November 23, 
p. 895) it was said that the committee reported the A. A. R. 
committee to have agreed to the league’s proposal that wire 
notice should be interpreted to mean notice by telegraph. This 
was in error; the league committee report merely said that the 
A. A. R. had agreed to give the matter consideration. 


WESTERN RATE REVISION 


Traffic men on the Commission’s staff and some not so con- 
nected expect western trunk line railroads to put an end to 
uncertainty as to what they intend to do in their efforts to meet 
truck competition by filing tariffs providing for the general es- 
tablishment of pick-up and delivery service effective as nearly 4s 
possible January 15. 

Rate revision, it is also understood, is definitely out, for the 
time being at least, although some time ago the belief was strong 
and definite that the outcome of the agitation of the matter would 
be heavy cuts in the first four classes. When the thought was 
that there would be rate reductions the idea was that free pick-up 
and delivery would not be accorded on traffic moving more than 
350 miles. A thought on that point now is that in view of the 
determination to make no revision of the rates the scope of the 
pick-up and delivery service may be extended when the tariffs 
are actually placed before the Commission. 





Revenue Freight Car Loading—Week Ended Saturday, November 30 


Grain and Live 
grain prod. stock Coal 
1935 30,162 13,026 120,276 
ee Me OD 5k 6.5 c0sdisatewees 1934 23,781 15,873 103,597 
1933 26,474 14,392 104,461 
Preceding week Nov. 23......... 1935 33,358 15,408 132,549 
Per cent increase over .......... 934 26.8 16.1 
Per cent decrease under ........ 1934 17.9 
Per cent increase over .......... 1933 13.9 15.1 
Per cent decrease under ......... 1933 9.5 
1935 1,468,067 663,349 5,625,170 
Cumulative 48 weeks to Nov. 3041934 1,544,194 1,008,988 5,619,411 
1933 1,556,906 825,778 5,219,295 
Per cent increase over .......... 1934 ‘a 
Per cent decrease under ........ 1934 4.9 34.3 
Per cent increase over .......... 1933 7.8 
Per cent decrease under ......... 1933 5.7 19.7 


Per cent to 15 year average 70.9. 


Forest Mdse. 


Coke products Ore L. C. lL. Miscellaneous Total 
7,777 25,954 7,108 137,846" 228,278 570,427 
4,467 18,668 3,579 136,769 181,451 488,185 
5,834 20,977 2,839 141,579 183,040 499,596 
7,843 28.570 10,133 161,091 257,551 646,503 
74.1 39.0 98.6 a 25.8 16.8 
33.3 23.7 150.4 ie 24.7 14.2 
312,763 1,279,252 972,529 7,535,495 11,343,164 29,199,789 
308,610 1,075,751 781,005 7,659,923 10,742,509 28,740,391 
270,352  1,029,86 731,354 7,843,051 9,655,807 27,132,412 
1.3 18.9 24.5 5.6 1.6 

1.6 
15.7 24.2 33.0 17.5 7.6 

3.9 
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COAL TO NEBRASKA 


A small revision of rates on bituminous coal from mines 
in southern Illinois to destinations in Nebraska has been ordered 
by the Commission, division 3, not later than March 12, in connec- 
tion with its report in No, 26240, Midwest Coal Traffic Bureau 
ys, Arkansas Western et al., a sub number thereunder, Same vs. 
same, and No. 26278, Illinois Coal Traffic Bureau vs. Alton & 
Eastern et al. ; 

The title complaint and the sub number thereunder were dis- 
missed on a finding that the rates on bituminous coal from points 
in Missouri, Kansas, Arkansas and Oklahoma to destinations in 
Nebraska were not unreasonable or unduly prejudicial. 

In the Illinois Coal Traffic Bureau complaint the Commission 
found unduly prejudicial the rates on bituminous nut coal. The 
Commission said that the rates on nut coal from southern 
Illinois to destinations in Nebraska would be unduly prejudicial 
to the complainant’s members and unduly preferential of mines 
in the southwest to the extent that they might exceed rates 
which were differentially related to the rates on lump coal from 
and to the same points in the same amounts as the rates on nut 
coal, as defined in the defendants’ tariffs, from the Pittsburg, 
Kan., group to the same Nebraska destinations, were differen- 
tially related to the rates on lump coal from the Pittsburg group 
to the same points. 

In the title complaint it was alleged that the rates on fine 
or slack bituminous coal, from mines in Missouri, Kansas, Arkan- 
sas, and Oklahoma, referred to in the report as the southwest, to 
destinations in Nebraska west of so-called differential terri- 
tories were unduly prejudicial to the complainants and unduly 
preferential of coal mine operators in Colorado and Wyoming. 
The differential territory has as its western boundary a line 
drawn from Sioux City, Ia., through Freemont and Lincoln, Neb., 
to the Kansas tate line. 

In the sub number it was alleged that the rates on bituminous 
coal from mines in the southwest to that part of the destination 
territory in Nebraska hereinbefore described with exceptions 
were unreasonable and unduly preferential of mine operators in 
Colorado, New Mexico, and Wyoming. 

In No. 26278, the Illinois Coal Traffic Bureau complaint, the 
rates from the southern Illinois group to destination in Nebraska 
were alleged to be unreasonable and unduly preferential of coal 
mine operators in the southwest and the far west. 

Commissioner Splawn, dissenting in part, said that on traffic 
originating at the southwestern mines, the rates to branch line 
destinations north of the main line of the Union Pacific graded 
up more rapidly than the rates on traffic from the far west. He 
said he was not convinced that the facts stated in the report 
justified the differences in the rates referred to. 


PIPE AND FITTINGS REPARATION 


Applying principles laid down in other reparation cases, par- 

ticularly Prairie Pipe Line Co. vs. Arkansas Western, 146 
I. C. C. 149, the Commission, by division 5, in No. 26601, Republic 
Steel Corporation vs. Akron, Canton & Youngstown et al., has 
found unreasonable the rates on wrought iron or-steel pipe and 
fittings, from Youngstown, O., to destinations in Kansas, Neb- 
raska, Colorado and Wyoming, in effect prior to December 3, 
1931, and to destinations in Iowa, Kansas, the upper peninsula of 
Michigan, Missouri, Colorado, South Dakota, in effect between 
December 3, 1931, and March 7, 1932, inclusive. It has awarded 
reparation. 
' As to rates on like traffic from Youngstown to destinations 
in Iowa, Minnesota, Missouri, the Dakotas, and Wisconsin, in 
effect prior to December 3, 1931, it said they had not been shown 
to be unreasonable. 

The complaint alleged that the rates charged between May 
6, 1930, and March 7, 1932, inclusive, were unreasonable, unduly 
Prejudicial to the complainant and unduly preferential of its 
competitors, at Gary and Indiana Harbor, Ind., Chicago, South 
Chicago, Alton, and East St. Louis, Ill, Milwaukee, Wis., and 
other points in those states. Reparation only was sought. 

Informal complaints were filed covering 2,079 cars shipped 
between May 6, 1930, and March 7, 1932. Such complaints, the 
report said, were closed at various times within six months prior 
to the date of filing the formal complaint or were pending at 
the time, 

In the period covered by the complaint the Commission was 
making its revision in Western Trunk Line Class Rates, 164 
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I. C. C. 1, decided May 6, 1930, and dealing with the rates in 
question in various other cases. Complainant contended in effect, 
said the report, that from the date the Commission in the western 
class rate revision found that reasonable maximum rates on 
iron and steel articles should be column 32.5, any rates in excess 
of that basis were unreasonabie. The column 32.5 rates were per- 
mitted to become effective December 3, 1931, on iron and steel 
articles other than pipe. Where lower than the rates applicable 
to pipe they became effective March 8, 1932. 

Prior to December 3, 1931, the Commission said there was 
a heterogeneous mass of class and commodity rates applicable 
between and to and from points in western trunk line territory, 
as indicated in the report in the western trunk line revision. 
That report, the Commission said, was issued after an exhaustive 
investigation and the findings therein resulted in a general revi- 
sion of intraterritorial class rates and of commodity rates made 
percentages of class; also of interterritorial rates of the same 
character between points in western trunk line territory and 
points in official territory involving both increases and reduc- 
tions. 

“Following the principles laid down in Prairie Pipe Line Co. 
vs. Arkansas Western, supra,” said the Commission, “reparation 
should be denied in such circumstances except where the rates 
charged were exorbitant under any reasonable standard, and in 
such cases reparation should be based upon a rate level some- 
what higher than found reasonable for the future.” 

The Commission said there was no such showing of specific 
damage caused by any undue prejudice which might have existed 
in the assailed rates as would have established complainant’s 
right to reparation. In the circumstances, it said, no finding 
with respect to undue prejudice was necessary. In conclusion 
it made the following findings, as guides, for calculating repara- 
tion, Commissioner Mahaffie noting a dissent: 


1. That the assailed rates from Youngstown to destinations in 
Kansas were unreasonable prior to December 3, 1931, to the extent 
that they exceeded through rates made by combining the average of 
the column 35 differentials in accordance with appendices 14 and 13, 
Consolidated Southwestern Cases, 123 I. C. C. 203, to St. Louis, Mo., 
with the column 35 factors published in Agent Johanson’s tariff, I. C. 
C. No. 2008, beyond, in the same manner as was done in Missouri- 
Kansas Pipe Line Co. vs. Akron, C. & Y. Ry. Co., 197 I. C. C. 411, 
minimum 36,000 pounds. 

2. That the bases found reasonable in the next preceding para- 
graph hereof shall be applied on (a) all shipments routed by the 
shipper over routes less than 15 per cent longer than the shortest 
then-existing route over which carload traffic could be moved with- 
out transfer of lading, (b) all shipments routed by the shipper over 
the shortest route over which the tariff rate applied, provided that 
the initial carrier therein was also the initial carrier in a route not 
more than 15 per cent longer than such shortest existing route, and 
(c) all unrouted shipments where the initial carrier was a party to 
the tariff rate via any route not more than 15 per cent longer than 
such shortest existing route; and that as to all other shipments the 
rates to be used for reparation purposes shall be 10 per cent higher 
than on those embraced within (a), (b), and (c) above. 

3. That the assailed rates from Youngstown to destinations in 
Nebraska, Colorado, and Wyoming were unreasonable prior to De- 
cember 3, 1931, to the extent that they exceeded the fifth-class rates 
prescribed in Western Trunk-Line Class Rates, 164 I. C. C. 1, from 
Youngstown to the same destinations, minimum 40,000 pounds. 

4. That the assailed rates from Youngstown to destinations in 
Iowa, Kansas, Michigan (Upper Peninsula), Missouri, Colorado, and 
South Dakota were unreasonable on and after December 3, 1931, to the 
extent that they exceeded 35 per cent of the first-class rates pre- 
scribed in Western Trunk-Line Class Rates, 164 I. C. C. 1, from 
Youngstown to the same destinations, minimum 40,000 pounds. 


NEW ORLEANS PORT ADJUSTMENT 


In denying fourth section relief asked for by New Orleans 
lines in fourth section application No. 15394, export and import 
rates from and to Gulf ports and applications joined with it, Nos. 
15456, 15560, 15540, 15549 and 15616, the Commission, in a report 
written by Commissioner McManamy (see Traffic World, Dec. 7), 
in effect stood pat on the position it took in Galveston Com- 
mercial Association vs. G. H. & 8. A., 100 I. C. C. 110, initially 
decided by division 2, June 24, 1925, and later modified in 128 
I. C. C. 349 and 160 I. C. C. 345, denying to the New Orleans 
lines opportunity to carry import, export and coastwise traffic 
to and from interior Texas points on an equality of rates as 
between themselves and railroads serving Texas ports. The 
Commission’s order in that case was invalidated by the Supreme 
Court of Texas & Pacific vs. United States, 289 U. C. 627 (53 
S. Ct. Rep. 768). 

The New Orleans lines asked for fourth section relief so 
they might restore the equalization of the Texas and Louisiana 
ports which existed before 1925 by publishing to New Orleans 
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and other Louisiana ports the rates Texas lines maintain to 
Texas ports, without being forced to reduce rates from and to 
intermediate points, and thereby compete with the Texas lines in 
the carriage of overseas property. Commissioner McManamy 
said the proposed arrangement would not result in any actual 
lowering of freight rates on the traffic in question; that it would 
affect shippers and receivers of this traffic only to the extent of 
providing an additional route. 

Denial of relief was founded on a conclusion that the proposal 
would not be in the public interest. The commissioner said the 
applicants sought to justify the equalization by pointing to the 
competition which would follow from such an arrangement. A 
definite burden, he said, was thus placed on the applicants to 
show that the proposed arrangement, if made effective, would 
conform to the provisions of the interstate commerce act and 
operate in the public interest. 

After telling about the amendment Congress made at its 
last session to section 3 (1) by declaring ports and gateways to 
be localities within the meaning of section 3, Commissioner Mc- 
Manamy said the Commission assumed that applicants had met 
the first of the two requirements laid down in the third section; 
that is, that ports were localities. He said there remained for 
consideration the question of whether the proposed arrangement, 
if made effective, would operate in the public interest. The 
legislation referred to grew out of the Supreme Court’s decision 
in the Galveston case. 


The shipping public, Commissioner McManamy said, perhaps 
would be convenienced by the establishment of an additional 
route. But, he added, it was significant that no shipper or re- 
ceiver of the affected traffic intervened in support of the ap- 
plicants. The proposed equalization, he said, would not result in 
any increase in the volume of traffic moving between interior 
Texas and overseas points. It was designed, he said, to divert 
traffic which now moved over the Texas lines to and from the 
Texas ports to the New Orleans lines for movement to and from 
New Orleans. If made effective, he said, the arrangement prob- 
ably would accomplish its designed purpose, but that it should 
be remembered that any increase thus brought about in the 
traffic handled by the New Orleans lines would be offset by 
corresponding reductions in traffic now moving over the Texas 
lines. 


“A ton gained by the one would mean a ton lost by the other,” 
said he. “There is nothing to suggest that the need of the New 
Orleans lines for additional traffic is more urgent than that of 
the Texas lines; both no doubt are equipped to handle a great 
deal more traffic than is being offered for transportation. While 
traffic losses suffered by the Texas lines under the proposed 
equalization arrangement would be offset by corresponding traffic 
gains accruing to the New Orleans lines, the revenue losses of the 
Texas lines would exceed the revenue gains of the New Orleans 
lines. This becomes unmistakably clear when we recall that the 
traffic is subject to normal rates, or rates commensurate with the 
cost of the service performed, when the movement is over the 
Texas lines to and from the Texas ports; but when the movement 
is over the longer route of the New Orleans lines . . . the traffic 
under this equalization arrangement would not be subject to 
normal rates, or rates made in relation to the cost of the service; 
but instead it would be subject to sub-normal rates, or rates made 
to reflect the cost of performing the shorter haul to and from 
the Texas ports. The net losses would be represented by the 
differences in cost for performing the hauls to and from New 
Orleans, on the one hand, and to and from the Texas ports, 
on the other.” 

The Commission denied this equalization largely for the rea- 
sons set forth in its decision in Transcontinental Westbound 
Automobile Rates, 209 I. C. C. 549. In that case the Commission 
said that on this record it concluded that applicants had not met 
the burden which was on them to show with reasonable cer- 
tainty that the traffic which would probably move under the 
proposed rates, if established, would produce increased net rev- 
enues. Here, he said, the evidence unmistakably showed that any 
traffic which might move under the proposed rates, if established, 
would produce net losses in carrier revenues. He said that as the 
proposed arrangement contemplated no public advantage to 
compensate for the resultant revenue losses, the Commission 
concluded that the proposed equalization arrangement, if estab- 
lished, would conflict with the public interest. 


Commissioner McManamy said as the act contemplated 
competition between carriers applicants and interveners, New 
Orleans interests, contended that on a showing as made herein 
the Commission should, as a mater of course, grant the relief 
sought. That contention, he said, was founded on an assumption 
that all carrier competition was desirable and, therefore, should 
be encouraged. When subjected to proper restraints competi- 
tion, he said, was an extremely desirable element; but unre- 
strained competition was destructive and sometimes unlawful. 
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Dissenting, Commissioner Meyer, with whom Commissione 
Porter joined, said that the majority’s conclusion that lower ny 
revenues would result on traffic through New Orleans, based gs j 
was on a comparison of assumed partial costs of transporting oy, 
commodity from a single origin to New Orleans and the nearey 
of the Texas ports, respectively, was manifestly unsound, Th. 
conclusion that there would be no compensating advantage t 
the public, which ignored completely the advantage to shipper, 
of a choice of ports at equal rates, he said, in his judgment, wa; 
likewise unsound. 

“In every fourth section application based on circuity, , 
similar cost comparison would show lower net révenues oye, 
the circuitous route,” said Commissioner Meyer. ‘Nevertheless 
we repeatedly grant relief and permit the circuitous routes ty 
participate in the transportation at equal rates, thereby bene 
fiting the shippers in affording them a choice of routes. We 
should do likewise here within reasonable limits.” 


SOUTH CAROLINA SAND RATES 


A further change in Commission-made thirteenth section 
proceeding rates in South Carolina on sand and related articles 
has been authorized by the Commission in No. 22109, in the mat. 
ter of rates on sand, gravel, crushed stone, etc., within the state 
of South Carolina. With Commissioners Lee and McManamy dis. 
senting the Commission in a supplemental report, authorized the 
Atlantic Coast Line, Southern, and Seaboard Air Line to reduce 
rates on crushed stone from Rion, Blair, Columbia and Cayce 
to Charleston, S. C., to meet water competition from among 
other areas, Chesapeake Bay points. The crushed stone which 
these carriers desire to haul is that which is to be used by the 
United States in construction work at the Charleston navy yard. 

The Commission approved a reduction of the rate from 
Rion from 149.8 cents to 115 cents a net ton; from 139.1 cents 
to 105 cents from Blair; from 128.4 to 95 cents from Columbia; 
and from 128.4 to 95 cents from Cayce. 


In the thirteenth section proceeding, 177 I. C. C. 123, re 
affirmed in 197 I. C. C. 215, the railroads were required to main- 
tain intrastate rates on sand, gravel, crushed stone, and allied 
commodities, in straight or mixed carload, between points in 
South Carolina on a basis not lower, distance considered, than 
the so-called 17517 basic single-line and joint-line scales of 
rates then applicable on this traffic for interstate transportation 
over their lines, between points in South Carolina and from 
points in other states in southern territory, except Florida, and 
to points in South Carolina, which had been found reasonable 
for such interstate transportation. 

To enable the Seaboard Air Line and the Charlotte, Monroe 
& Columbia to meet truck competition, the Commission author- 
ized a departure from that level, first in 205 I. C. C. 563 and 
later in 209 I. C. C. 307. 

Producers of crushed stone advised the petitioning carriers, 
according to this report, that unless rates were reduced they 
would not be able to meet the competition of traffic now mov- 
ing to Charleston from eastern points, particularly points in the 
vicinity of Chesapeake Bay, by unregulated water lines at a rate 
of 70 cents and without the addition of a wharfage charge of 20 
cents when the materials were for use at the Charleston navy 
yard; also that this traffic was moving via water from Sparrows 
Point, Md., to Charleston at a rate of $1. On such representa 
tions the Commission said the finding of undue preference and 
prejudice, and unjust discrimination made in the original report 
were further modified so as to permit the establishment of the 
rates hereinbefore mentioned. 


The thirteenth section proceeding was instituted when the 
South Carolina commission prescribed for both single and joint 
line transportation, the scale which the federal body had pre 
scribed for single line movement. 


In his dissent Commissioner Lee said the conclusion was 
inescapable that either this Commission was in error in its 
original findings that these particular South Carolina rates were 
unjustly discriminatory, or that conditions had so changed that 
they no longer resulted in unjust discrimination against inier- 
state commerce. In either case, he said, since the Commission 
had no cause to prescribe intrastate rates, except after a finding 
of unjust discrimination, the Commission should merely modify 
its original section 13 findings and vacate the order with respect 
to the joint-line movements under consideration, leaving the 
carriers to apply to the South Carolina commission for its ap- 
proval of these intrastate rates. 

Commissioner McManamy noted a dissent. Chairman Tate 
and Commissioners Miller and Caskie, the report said, did not 
participate in the disposition of this report. 
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COMMISSION REPORTS 


Line Haul Switching Charge 


1 and S. No. 4105, switching at Montgomery, Ala. By divi- 
sion 5. Proposed increased line-haul switching charge at Mont- 
gomery, Ala., increase being from $2.25 to $4.25 a car, justified. 
Order of suspension vacated and proceeding discontinued. 


Methanol 


No. 26285, Thomas Keery Co., Inc., et al. vs. N. Y. O. & W. 
et al. By the Commission. Commission affirms findings in 
original report, 206 I. C. C. 585, that rates, methanol (wood 
alcohol), carloads, producing points in Pennsylvania and New 
York to destinations in official classification territory, would be 
unreasonable for the future, but were not unreasonable in the 
ast.- Order in connection with this report requires rates pre- 
scribed in the prior report, February 25, 1935, to be established 
on or before March 5, 1936. Commissioners Porter and Splawn 
wrote concurring views while Commissioners Miller and Mahaffie 
dissented. Chairman Tate and Commissioner Meyer did not par- 
ticipate in the disposition of this report. Commissioner Porter 
disagreed with the reasons of his colleagues. Commissioner 
Splawn said the complaint in essence was the request for 
through routes and joint rates, which he thought the Commission 
should have prescribed. Commissioners Miller and Mahaffie dis- 
sented from the finding of unreasonableness. 


Pulpwood 


No. 26821, Badger Paper Mills, Inc., vs. C. & N. W. et al. 
By division 2. Dismissed. Interstate rates, pulpwood, points in 
Wisconsin and the upper peninsula of Michigan to Peshtigo, 
Wis., not shown to be unreasonable or unduly prejudicial. Rates 
for the future and reparation on shipments moving after Febru- 
ary 1, 1933, were sought. 


Live Poultry 


No. 26553, Hastings Poultry Co. vs. Erie et al. By division 4. 
Rate charged, $2.505, live poultry, carloads, St. Francis, Kan., to 
Weehawken, N. J., found applicable on one shipment and inap- 
plicable on what were known as the Burlington shipments. The 
applicable rate, Burlington shipments, found to have been $2.405, 
minimum 18,000 pounds. Reparation of $92.20 awarded. 


Alfalfa Hay 


No. 26883, Johnson Olson Grain Co. vs. C. M. St. P. & P. 
et al. By division 3. Dismissed. Drought emergency rate 
charged, alfalfa hay, Clyde Park, Harrison, and Belgrade, Mont., 
to Boyceville, Wis., in August, 1934, not unreasonable. 


Grain and Grain Products 


No. 26615, Andalusia Grocery Co. et al. vs. Central of Georgia 
et al. By division 4. Rates, grain and grain products, St. Louis, 
Mo., Evansville, Ind., and other Mississippi and Ohio River cross- 
ings, on traffic originating in Kansas, Missouri, Indiana, and 
Illinois, to Andalusia, Ala., not unreasonable but unduly preju- 
dicial to complainants and unjustly preferential of their competi- 
tors to the extent that they exceeded or may exceed, by more 
than 3 cents, the contemporaneous rates, grain and grain 
products, from the same points of origin to Georgiana, Green- 
ville, Evergreen and Brewton, Ala. The Commission said that 
these conclusions were without prejudice to those that might be 
reached in No. 17000, part 7-A, grain and grain products. Car- 
riers ordered to remove the undue prejudice not later than 
March 12 by establishing rates on the basis indicated. 


Crates 


No. 26756, Dyer Fruit Box Manufacturing Co. vs. L. & N. et 
al. By division 5. Dismissed. Rates charged, crates, knocked 
down, and inside carriers set up, mixed carloads, Dyer, Tenn., to 
Hanceville, Jemison and Thorsby, Ala., inapplicable. The rates 
charged on shipments to Hanceville and Jemison made in 1933, 
the Commission said, were the lumber rates of 29 and 30.5 cents. 
On one shipment to Jemison, it said, a rate of 30.5 cents was 
charged whereas the applicable rate was. 33 cents. The ap- 
Plicable rates to Thorsby in 1932 and 1933, the Commission said, 
were 33 and 30.5 cents, and that undercharges were outstanding. 
The rates sought to Hanceville, Jemison and Thorsby were 17, 
19 and 19 cents, respectively. The Commission found the ap- 
Plicable rates had not been shown to have been unreasonable or 
otherwise unlawful, 


PROPOSED REPORTS 


Crude Ground Talc 


No. 27047, Sherwin-Williams Co. et al. vs. B. & O. et al. By 
Examiner L. H. Dishman. Rates, Emeryville, N. Y., 37 cents 
to Chicago, Ill.; 31 cents to Dayton, O.; 29 cents to Cleveland, 
0., Detroit, Mich., and Lucaston, N. J., and 26 cents to Brook- 
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lyn, N. Y., and Newark, N. J., minimum 40,000 pounds, proposed 
to be found unreasonable to the extent they exceeded 22.5 per 
cent of first class rates, minimum 60,000 pounds. That basis 
would result in rates of 32 cents to Chicago, 28 cents to Dayton, 
25 cents to Detroit, 24 cents to Cleveland, 23 cents to Lucaston, 
and 21 cents to Brooklyn and Newark. That basis was pre- 
scribed in International Pulp Co. vs. N. Y. C., 195 I. C. C. 185. 
The examiner said that it was well settled that a finding of 
unreasonableness in the past inured to the benefit of every 
person who had been obliged to pay the unjust rate and who 
initiated his claim within the statutory period. Defendants pre- 
sented no evidence in this case. Reparation proposed on ship- 
ments between November 12, 1932, and October 18, 1933, which 
were not barred by the statute of limitations. The examiner 
said that claims covering shipments delivered or tendered for 
delivery prior to June 11, 1933, were barred. 


Contractor’s Outfits 


No. 27017, Ford, Bacon & Davis Construction Corporation vs. 
Cc. B. & Q. et al. By Examiner L. B. Dunn. Rate, contractor’s 
outfits, a combination of $1.845, Randolph, Mo., to Cut Bank, 
Mont., and from Sweet Grass, Mont., to Randolph, proposed to 
be found unreasonable to the extent it exceeded $1.56. Repara- 
tion of $222.13 proposed. Shipments moved in June and August, 
1934. 

Forest Products 


No. 26996, Midland Creosoting Co. vs. Illinois Terminal et al. 
By Examiner Herbert P. Haley. Rate charged, a combination 
of 76 cents, forest products, Bude and Sumrall, Miss., to Okla- 
homa City, Okla., proposed to be found inapplicable and that 
the applicable combination was 51 cents. Shipments were made 
in January and February, 1932. Reparation proposed. 


Talc 


No. 26980, Hammermill Paper Co. vs. St. Johnsbury & Lake 
Champlain et al. By Examiner Herbert P. Haley. Rate, 29 
cents, shipments of talc, Johnson, Vt., to Erie, Pa., between 
December 11, 1931, and December 31, 1932, proposed to be 
found unreasonable to the extent it exceeded 26 cents over 
routes over which the contemporaneous first class rate was 
$1.17 not unreasonable on other shipments. Reparation pro- 
posed. 

Ground Limestone 


No. 26968, E. I. du Pont de Nemours & Co., Inc., vs. B. & O. 
et al. By Examiner C. W. Griffin Rates, ground or pulverized 
limestone, Engle, W Va., and York and Annville, Pa., to Car- 
ney’s Point, N. J., and from York to Gibbstown, N. J., and Hill- 
side Junction, Pa., proposed to be found unreasonable to the 
extent they exceeded $1.75, $1.80 and $2.10 from Annville, York, 
and Eagle, respectively, to Carney’s Point, and $1.85 and $2.05 
from York to Gibbstown and Hillside Junction, respectively, 
minimum 60,000 pounds, plus the authorized emergency charges 
which might have been in effect. Shipments were made be- 
tween January 10, 1931, and December 31, 1934. Reparation 
proposed. 

Tallow and Grease Reparation 


No. 26337, Sioux Falls Rendering Co. et al. vs. C. & N. W. 
et al. By Examiner R. G. Taylor. Examiner proposes, on fur- 
ther hearing, that the Commission award reparation of $542.46 
to the Sioux Falls Rendering Co. and $670.44 to the Mitchell 
Sanitary Rendering Co. on account of the unreasonable rates 
found in the original report, 208 I. C. C. 133, as to the rates 
on inedible tallow and grease, in straight or mixed tank car- 
loads, Sioux Falls and Mitchell, S. D., to Burlington, Ia., Chi- 
cago, Ill., St. Bernard, O., Neville Island, Pa., and south Kearney, 
N. J. 


BURLINGTON ABANDONMENT 


Abandonment of about 13.5 miles of Burlington line between 
Clarinda and Norwich, Ia., has been authorized by the Com- 
mission, division 4, in Finance No. 10792, Chicago, Burlington & 
Quincy Railroad Co. abandonment. Protest again abandonment 
was made by the Iowa commission and Yorktown, Ia. The re- 
port showed that 7 coal mines in the vicinity of Clarinda shipped 
their coal by truck and that the elevator operator at Yorktown 
operated two trucks hauling freight on a contract basis. It 
also said that Yorktown was but 2.75 miles from another station 
on the Burlington’s line. The protestants consented to the 
abandonment of passenger service which would effect an annual 
saving of approximately $4,800. This, the Commission said, 
would require the applicant to keep the line in place, subject 
to maintenance costs and taxes, with no regular service for the 
purpose of moving an occasional carload of freight on demand. 


MILWAUKEE ABANDONMENT 


Examiner Ralph R. Molster, in Finance No. 10842, Chicago, 
Milwaukee, St. Paul & Pacific Railroad Co. abandonment, has 
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recommended that abandonment be permitted of a branch of the 
applicant’s road extending from Brampton to Cogswell, N. D., a 
distance of 7.49 miles. The road was built about 50 years ago 
to serve an agricultural region. Cogswell is the principal com- 
munity on the branch. The examiner said that town was ade- 
quately served by the Soo Line. North Dakota authorities op- 
posed abandonment and the president of the Cogswell school 
board testified that abandonment would increase the cost of 
fuel for the schools. 
of the school authorities in this connection would be particularly 
regrettable under prevailing conditions, but that they could 
scarcely expect to retain the advantage of saving a few hundred 
dollars a year at the expense of much larger losses to a carrier 
which was not in a position to sustain them. 





FINANCE APPLICATIONS 


Finance No. 11004. Boston & Maine Railroad asks to supplement 
its application for authority to enter into and to assume obligations 
under an equipment trust under which it proposes to sell $2,670,000 
of its equipment trust certificates at 101.176, the highest bid sub- 
mitted to it when it opened bids December 3, 1935. 

Finance No. 11030. Charles P. Megan, trusteee of the Chicago 
& North Western, asks authority to abandon a part of the carrier’s 
so-called Pence branch in Iron County, Wis., about 6.344 in length. 
The line was constructed to serve iron ore mining properties and 
timber regions. One of the mines has been abandoned and another 
is served jointly by the applicant and the Soo Line through other 
connections. The forest products, the application said, had practically 
all been marketed. 

Finance No. 11031. G. C. Baggett, receiver, Washington & Old 
Dominion Railway, asks authority to abandon the operation of the en- 
tire line of railroad extending from Alexandria to Bluemont, and 
from Rosslyn to Bluemont Junction in Arlington, Fairfax and Loudon 
counties, Va., having an aggregate length of 59 miles. 

Finance No. 11032. Washington & Old Dominion Railroad, by G. 
C. Baggett, its vice president and general manager, asks for a cer- 
tificate of public convenience and necessity to acquire and operate 
the properties of the Washington & Old Dominion Railway mentioned 
in Finance No. 11031, the applicant desiring to succeed the Washing- 
ton & Old Dominion Railway which desires to abandon operation. 


UNCONTESTED FINANCE CASES 


Report and certificate in F. D. No. 10965, Atlantic Northern Rail- 
way Company Abandonment, permitting the Atlantic Northern Rail- 
way Company to abandon, as to interstate and foreign commerce, its 
pr snl railroad in Cass, Shelby, and Audubon Counties, Iowa, ap- 
proved. 

Report and order in F. D. No. 11008, Gulf, Mobile & Northern 
Railroad Company Bonds, granting authority to issue (1) not exceed- 
ing $767,000 of 4 per cent collateral-trust bonds, $467,000 thereof to 
be exchanged for an equal face amount of outstanding 4 per cent reg- 
istered serial collateral notes, and the remaining $300,000 to be sold 
at par and the proceeds used for maintenance, and (2) to pledge not 
exceeding $534,000 of first mortgage 5 per cent gold bonds, series C, 
as part of the security for the collateral-trust bonds, approved. 

Report and order in F. D. No. 11004, Boston & Maine Railroad 
Equipment-Trust Certificates, No. 7, granting authority to assume 
obligation and liability in respect of not exceeding $2,670,000 of 
Boston & Maine Railroad equipment-trust No. 7 3% per cent equip- 
ment-trust certificates, to be issued by the Second National Bank of 
Boston, as trustee, and sold at not less than 101.176 and accrued divi- 
neg connection with the procurement of certain equipment, ap- 
proved. 





I. Cc. IMPROVEMENTS 


The Commission, by division 4, in Finance No. 10273, Illi- 
nois Central Railroad Co. public works improvement, has ap- 
proved modifications of the certificates previously issued so 
that the Illinois Central may apply the following maintenance to 
its equipment: General repairs to 141 additional engines and 
tenders, costing approximately $996,620; general overhauling of 
56 additional passenger cars, including the application of air- 
conditioning apparatus to 52 of them, $459,640; and general 
overhauling and repairs to 1,297 additional box cars, $1,543,740. 

These modifications, the report said, would increase the 
expenditures for maintenance of equipment from $10,427,890 
to $13,427,890 and produce a grand total for maintenance and 
equipment of $15,000,000. 

In previous reports, 199 I. C. C. 59 and 333, 202 I. C. C. 591 
and 207 I. C. C. 707, the Commission issued certificates and 
supplemental certificates authorizing expenditures for a grand 
total for maintenance and equipment of $12,000,000. 


FT. W. & D. C. FINANCING PLAN 


A financing plan that contemplates purchase by the Recon- 
struction Finance Corporation of $8,176,000 of bonds has been 
placed before the Commission and the RFC by the Fort Worth 
& Denver City Railway Company. 

In Finance No. 11028 the carrier asks for authority to issue 
$8,176,000 of 4% per cent first mortgage bonds with maturity 
not later than Dec, 1, 1961, to refund a like amount of extended 
first mortgage 5% per cent bonds due Dec. 1, 1961, but which may 
be called on payment of a 5 per cent premium and interest. 
The objective is to reduce fixed charges. 

The bonds, under the company’s plan, will be sold first to the 
Chicago, Burlington & Quincy, the parent company, and then the 
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Burlington will sell them to the RFC. With the cash in hand, ty 
applicant will then call for redemption of the 54 per cent bong 

In Finance No. 11029, the applicant asks the aid of the Rp 
to make the plan effective. To obtain the benefit of the Rpp 
interest rate on loans of 4 per cent the applicant asks that inte. 
est on the bonds in excess of 4 per cent be refunded to it py 
the RFC. If the RFC should sell the bonds at a price in exeg,, 
of principal amount and interest, applicant asks that the exces, 
be refunded to it. It also asks the right to buy the bonds if th 
RFC offers them for sale. The applicant also said consideratig, 
would be given to issuing the bonds at a lower rate of interey 
than 4% per cent if the Commission and RFC thought thy 
desirable, 


c. S. S. & S. B. TRUSTEE PAY 


The Commission, by division 4, in Finance No. 10165, Qh. 
cago, South Shore and South Bend Railroad reorganization, has 
fixed $500 a month, beginning November 1, as maximum cop. 
pensation to be paid to Claude J. Jackson as trustee of the 
carrier mentioned and $600 a month to be paid John C. Lawyer, 
as counsel for the trustees of that carrier. This is in accord. 
ance, in part, with the application of the trustees for a fixing 
of compensation for themselves and their counsel. 

In this report the Commission pointed out that on October 
30 it had entered an order ratifying the appointments on the 
condition that John N. Shannahan, while he served as such 
trustee, should receive no salary or compensation as an officer 
or employe of the debtor and that his only compensation from 
the estate of the debtor should be that allowed to him as trus. 
tee by the judge within maximum limits to be approved by 
the Commission as reasonable. It called attention also to the 
fact that on November 14 the court, on petition of the trustees, 
fixed the compensation of Mr. Jackson at $500 a month, subject 
to the Commission’s approval, and that the court said Mr. Shan- 
nahan should serve without compensation. The Commission 
said that in view of the latter provisions of his order and since 
no compensation was sought for Shannahan by the petition of 
the trustees, the question of maximum compensation to be paid 
to him was not before it at this time and would not be con 
sidered herein. 


COTTON BELT REORGANIZATION 


The St. Louis-Southwestern Railroad filed a voluntary peti- 
tion for reorganization under section 77 of the bankruptcy laws 
in federal court at St. Louis December 12. The petition listed 
$24,958,992 in matured and maturing obligations which the rail- 
road was unable to meet. These obligations, the petition said, 
were held by the Reconstruction Finance Corporation, the Chase 
National Bank, the Mississippi Valley Trust Company and the 
Railroad Credit Corporation. Judge Charles B. Davis, in whose 
court the petition was filed, issued an order continuing the 
company in possession of its property and setting December 23 
as the date for the first hearing in the matter of appointing 
trustees for the railroad. He also issued qn order restraining 
the holders of the matured and maturing securities from dispos- 
ing of $34,908,675 of collateral securities, and the Mississippi 
Valley Trust Company from holding the railroad’s deposits to 
offset the railroad’s loans. 


REORGANIZATION OF RAILROADS 


The Commission has vacated and set aside its order of 
May 9, 1933, in the matter of procedure before the Commission 
under section 77 of the act to establish a uniform system of 
bankruptcy throughout the United States, as amended, on ac 
count of changes required by the further amendment of the 
act in question at the last session of Congress. The vacated 
order contained special rules of procedure governing the filing 
of petitions by creditors of railroads seeking to bring about 
reorganizations (see Traffic World, May 20, 1933, p. 975). 


MONON TRUSTEES 


Judge James H. Wilkerson, in the federal court at Chicago 
December 10, appointed H. R. Kurrie and Homan D. Pettibone 
to be trustees for the Chicago, Indianapolis and Louisville under 
section 77-b proceedings. Mr. Kurrie is president of the rail- 
road and Mr. Pettibone is president of the Chicago Title and 
Trust Company. 


CLASSIFICATION DOCKET 


In the Traffic Bulletin of December 14 is printed Docket No. 
64, of the Consolidated Classification Committee, for hearing of 
the Official Southern, and Western Classification committees at 
Atlanta, Ga., January 8; New York, January 15; and Chicago, 
January 21. Hearings are by appointment. 
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CARRIER TRUSTEESHIPS 


With a view to affording convenient reference, the Com- 
mission, by its Bureau of Statistics has compiled and made 
public a list of steam railroads showing the beginning and ter- 
mination of receiverships or trusteeships in the period 1894-1934, 
with preliminary figures for 1935. It contains the names of all 
the railways, other than switching and terminal companies, that 
nave been under the control of receivers or trustees at some 
time in the period, July 1, 1893, to December 31, 1934, inclusive. 

The list is preceded by a summary showing for each year 
the miles of road operated by receivers or trustees, the net 
change in mileage in the year, and the number of roads in 
charge of receivers or trustees at the close of the year. 

The preliminary figures for 1935 show that thirteen carriers 
went into the hands of receivers or trustees in 1935 up to 
November. All were trusteeships except that of the Chesapeake 
Beach Railway Co., a 29-mile line near Washington, D. C., and 
the Yreka Western, a 7-mile line in the west. The list shows 
that the Yreka Railroad Co. trusteeship terminated in 1935 
while the receiverships of the Yreka Western was begun in 
that year. 

Mileage of 27,303 was involved in receivership or trustee- 
ship proceedings this year and 463 miles were released from 
receivership or trusteeship this year. The largest mileage in- 
volved in trusteeship was that of the Chicago, Milwaukee, St. 
Paul & Pacific, 11,161; followed by the Chicago & North Western, 
with a mileage of 8,428; by the Denver & Rio Grande Western 
with a mileage of 2,653; the New York, New Haven & Hartford 
with a mileage of 2,068; the Chicago Great Western with mileage 
of 1,511; and the Western Pacific with a mileage of 1,213. 

In a statement concerning this list it was pointed out that the 
fiscal year ended June 30, 1894, was the first for which statistics 


' concerning receiverships were tabulated by the Commission. At 


the close of 1934 29 steam railways were in charge of trustees 
appointed under section 77 of the bankruptcy act. Data con- 
cerning trusteeships were given separately in the summary, 
and by footnotes in the list of individual railways. 

The statement says that it would be noted that in a number 
of cases a road had been in receivership more than once in the 
period covered by this list. Some duplication in mileage, it said, 
might have resulted from the cases in which a road was reor- 
ganized with an entirely different name and later again placed 
in receivership or trusteeship. That would also occur, the state- 
ment said, in the cases of bankrupt roads, absorbed by larger 
roads which later went into hands of receivers or trustees. 

The summary preceding the list of roads shows that on 
June 30, 1894, 192 railroads having a mileage of 40,819, were in 
the hands of the courts. Of that number 141 were operating 
companies and 51 lessor or proprietary. That was the peak of 
receiverships both as to number and mileage, 

By 1905 the number of roads in receiverships had been re- 
duced to 26 with a mileage of 796. Receiverships again rose in 
1916 to 94 when the mileage involved was 37,353. Conditions 
improved to such an extent that in 1928 the receiverships were 
reduced to 33 and the mileage to 5,256, the lowest point after 
the low of 1905. The number of receiverships decreased in 1929 
to 29 but the mileage increased to 5,703. At the end of 1934 
there were 29 trusteeships covering 25,475 miles of line. Those 
trusteeships covered 18 operating companies and 11 lessor or 
proprietary companies, 


M. P. REORGANIZATION 


Charles H. Thornton, James M. Kemper and A. J. Sevin 
have asked the Commission, in Finance No. 9918, in the matter 
of Missouri Pacific Railroad Co., Sub.-No. 1 thereunder, in the 
matter of New Orleans, Texas & Mexico Railway Co., and Sub.- 
No. 2 thereunder, in the matter of International Great Northern 
Railroad Co., for authority, as a committee, to solicit and use 
authorizations from holders of 5% per cent convertible bonds, 
5% per cent serial bonds, preferred stock and common stock of 
the Missouri Pacific to represent them in these and related pro- 
ceedings. They propose to call their organization the Protec- 
tive Committee for holders of Junior securities of Missouri 
Pacific Railroad Co. It is to have its office in Washington. 

. This is the first application to the Commission for authority 

y a committee to organize security holders and ask contribu- 
tions Wherewith to defray the expenses of representation of the 
security holders in proceedings before the Commission as pro- 
vided in section 77(p) of the National Bankruptcy act. 

_ The applicants set forth that for the last ten years the 
Principal occupation of Mr. Thornton has been the management 
of investments and properties; that of Mr. Sevin has been as 
traffic manager or assistant traffic manager of the Pittsburgh 
Plate Glass Co. of Pittsburgh, Pa.; and that of Mr. Kemper has 
been that of a banker. The committee asserts that it has 
made no solicitation or acted under any authorization prior to 
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the date of this application. It says there are four securities 
as to which authority is sought. The first is Missouri Pacific 20 
year 5% per cent convertible gold bonds, series A, due May 1, 
1949, amounting to $46,392,000; the second is Missouri Pacific 
5% per cent secured serial gold bonds, the principal amount 
of which is $12,140,000; the third security is the Missouri Pacific 
convertible 5 per cent cumulative preferred stock, of which 
718,001 shares are outstanding, each of the par value of $100; 
and the fourth is Missouri Pacific common stock, of which 
828,395 shares are outstanding, each of a par value of $100. 

The members of the committee, in their application, set 
forth that they have not made any agreements for compensation 
for their proposed services, or agreed to advertise or carry on 
their work in any particular way and that they do not now 
know of any person or persons that may be employed, if any 
are employed, to forward the work of the committee. 

It is declared that members of the committee now have, 
and have had, no connection with the Missouri Pacific or its 
affiliated companies; that none of the members of the commit- 
tee now have, or have had, any connection with Kuhn, Loeb 
& Co., original underwriters of the 5% and 5% bonds and that 
no depositary for the securities is proposed. 

It is pointed out that Mr. Sevin is a director of the Mis- 
souri-Illinois Railroad Co. None of the members of the com- 
mittee, it was pointed out, had or have had connection with the 
trustees. 

The holdings of Missouri Pacific securities by institutions 
with which Mr. Thornton, Mr. Kemper, and Mr. Sevin are con- 
nected are set forth in the application. Mr. Sevin, it is pointed 
out, is employed by the glass company which is the holder of 
2,000 shares of preferred stock of the Missouri Pacific. 


ROCK ISLAND REORGANIZATION 


The Commission, by division 4, has rejected as prima facie 
impracticable the plan of reorganization filed by the protective 
committee for Chicago, Rock Island & Pacific Railway Com- 
pany 7 per cent and 6 per cent preferred stock in Finance No. 
10028, Chicago, Rock Island & Pacific Railway Company reor- 


ganization. 
This is the plan which calls for consolidation of the systems 


of the Rock Island, the St. Louis-San Francisco and the Chicago 


& Eastern Illinois. 
The Commission pointed out that in the consolidation plans 


announced by the Commission the Rock Island and the Frisco 
were grouped in system No. 19, while the C. & E. I. was placed 
in system No. 6. It said it was apparent that the committee’s 
proposal would require a further modification of the Commis- 
sion’s consolidation plan as published in 159 I. C. C. 522 and 
185 I. C. C. 403, and a hearing and investigation to determine 
whether or not the proposed inclusion of the C. & E. I. in sys- 
tem No. 19 would be in the public interest. 

“There is no evidence before us that any of these carriers 
favors or is willing to participate in a consolidation with the 
others,” said the Commission in its conclusions, continuing as 


follows: 


The properties of the three carriers are undergoing reorganiza- 
tion in courts presided over by three different judges, and the repre- 
sentatives of many and varied interests in each one of them are par- 
ticipating in the reorganization proceedings. The creditors and stock- 
holders of the several debtors in these proceedings have been divided, 
by orders of the courts, into a total of some 50 classes. Under sub- 
section (e) of section 77 a plan certified by the Commission and ap- 
proved by the judge (or judges) shall be submitted to the creditors 
and stockholders of each class adversely and materially affected 
thereby subject to the exemption of the stockholders under certain 
conditions. A plan may be confirmed by the court without the ac- 
ceptance of more than two-thirds in amount of each class of credi- 
tors and stockholders voting, only if the court is satisfied, after hear- 
ing, that the plan makes adequate provision for fair and equitable 
treatment of the interests of those rejecting it; that its rejection is 
not justified in the light of the rights and interests of those rejecting 
it, and all the relevant facts; and that in all other respects it com- 
plies with the requirements of the act. Assuming our approval, it is 
only by virtue of such general acceptance or approval by the court 
that the committee’s plan could be carried out. Since the commit- 
tee’s plan has the indorsement of a small group of creditors of only 
one of the corporations which it affects, the possibility of obtaining 
its acceptance and confirmation is extremely remote. Under the cir- 
cumstances as presented for our consideration in this record and in 
view of the above mentioned procedural difficulties and complexities, 
we conclude that we should not permit the issues involved in reor- 
ganization of the debtor to be broadened to include the consolidation 
question presented by the committee’s plan. We, therefore, find the 
plan to be prima facie impracticable. 





As the result of the action taken in the Rock Island pro- 
ceeding, the Commission, in Finance No. 9952, Chicago & East- 
ern Illinois Railway Company reorganization, denied the peti- 
tion of the C. R. I. & P. protective committee to intervene in 
the C. & E. I. proceeding and file the plan of reorganization now 
rejected by the Commission. The Commission also said the 
petitioners had not alleged they had any interest in the C. & 
E. I. or in the reorganization proceedings except their interest 
as proponents of a plan involving consolidation. 
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LIVE STOCK HEARING 


A pair of complaints about rates on live stock broad enough 
to involve not only most of the rates in the country on that 
traffic but also, by allegations of prejudice and preference, the 
general meats and packinghouse products rates, were heard 
before Examiner Worthington at Chicago, beginning Decem- 
ber 9. The cases were dockets 26717, Chicago Live Stock Ex- 
change vs. A. and S. et al., and 26935, Agar Packing and Pro- 
vision Company et al. vs. Alton et al. Four additional cases 
were set to be heard with those two and another live stock 
complaint was set for hearing before Examiner Worthington 
December 12. It was apparent, however, that the two cases 
noted would consume considerable time and it was agreed 
among the parties that they should be disposed of first and that 
thereafter as much progress as possible be made on the others 
with the understanding that an adjournment would be taken 
over the holidays. 

Because of the broadness of the issues involved, repre- 
sentatives from all the large packers and from practically every 
live stock receiving and shipping area were present. More than 
a score of intervening petitions were received at the open- 
ing of the hearing. 

It seemed likely that the whole of the first week would be 
spent in the direct and cross examination of H. R. Park, traffic 
manager, Chicago Live Stock Exchange. His testimony was 
interrupted only once in the first four days to permit R. C. 
Ashley, assistant chief of live stock marketing, University of 
Illinois, to put into the record the results of some of his re- 
searches in live stock production and distribution. 

Mr. Park’s testimony was directed against the prevailing 
rate adjustments on carload live stock from Nebraska, Illinois, 
Iowa, Kansas, Minnesota, Mississippi, North Dakota, South Da- 
kota, and Wisconsin to Chicago, on the one hand, as compared 
with the carload live stock from the same producing territories 
to destinations east of the Illinois-Indiana line, on the other. 
He held, to begin with, that the rates to Chicago were unrea- 
sonable under section 1, and then introduced rate compilations 
intended to show that rates from those producing points to the 
east through the Chicago Stock Yards were substantially higher 
than rates on the same traffic routed around the Chicago Stock 
Yards. This condition, he said, resulted from the fact that, 
when routed through those yards, the traffic paid a combination 
of local rates to and beyond, while, when routed around the 
yards, it paid a lower combination of proportionals. He in- 
sisted that, in most cases, service rendered on stock going 
through the yards was less than when routed around, and de- 
tailed at great length the practices in effect at the yards where 
road-haul engines and crews took the stock trains over the 
rails of the Chicago Junction directly to the unloading chutes 
and brought the empties right out again with an average time 
spent at the chutes of only about a minute for each car. 

Because of these conditions, he said, the rates for Chicago 
delivery were in violation of sections 3 and 4, the preference 
and prejudice parts of the act. There also existed prejudice 
against livestock and preference in favor of fresh meats, cured 
meats, and packing house products, he alleged, because not in- 
frequently rates on those products from packing plants in the 
west to Chicago were lower than the rates on the live animals. 
This gave the western packers a great advantage over the 
packers in Chicago, he said. 

At the one opening of the hearing Walter McFarland, gen- 
eral counsel for the Burlington, appearing for the railroad de- 
fendants, said he thought the proceedings a bit irregular be- 
cause they involved substantially the same issues passed on by 
the Commission in docket 25123 and cases bracketed therewith, 
198 I. C. C., 73-116. Mr. Park, in reply, said that, in the 
first place, the allegation of preference as applied to meats 
and packing house products was not involved in the earlier 
cases and that, moreover, the Chicago phase only came into 
that proceedings at the last moment by altering a disallowed 
petition of intervention so as to make a complaint out of it. 
So far as he could tell, he said, no specific consideration had 
been given to his separate complaint in the matter. He knew 
for certain that no testimony in support of it had been taken, 
he added. 


COMMISSION ORDERS 


1. and S. No. 4106, glassware from southwestern points. Respond- 
ents having filed tariffs effective January 2, 1936, cancelling the sched- 
ules under suspension, orders of May 31, 1935, vacated and set aside 
and proceeding discontinued. 

I. and S. No. 4130, grain from Oklahoma to Texarkana, Ark.-Tex. 
Respondents having filed tariffs effective November 26, 1935, canceling 
the schedules under suspension in this proceeding, order of August 
30, 1935, vacated and set aside and proceeding discontinued. 

No. 27203, Nezperce Rochdale Co., Inc., et al. vs. Nezperce & 
Idaho Railroad Co, et al. At the request of complainants complaint 
dismissed. 

No. 26819, Hardeman-King Co. vs. A. T. & S. F. et al. At the 
request of complainant complaint dismissed. 
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No. 27114, Bohemian Breweries, Inc., et al. vs. Great Norther 

et al. At the request of complainants complainant dismissed. 

No. 23604, St. Louis Independent Packing Co. et al. vs. A. T, 4 
S. F. et al. This case being at issue on complaint and answers 9, 
file, and having been heard and submitted by the parties, and fy 
investigation of the matters and things involved having been hag 
and the Commission having, on July 9, 1935, made a report containing 
its findings of fact and conclusions thereof, complaint in this pro. 
ceeding dismissed. 

. No. 25471, South Jersey Retail Coal Merchants’ Association et a) 
vs. Atlantic City Railroad Co. et al.. Petition of complainants fg, 
reconsideration and/or reargument, denied. 

No. 26408, Standard Oil Co. (Indiana) vs. C. B. & Q. et al. Secong 
petition of intervener, White Eagle Oil Corporation, for reopening ang 
reconsideration on the question of reparation on shipments fron 
Casper, Wyo., denied. 

No. 26810, C. C. Aler Co. vs. Alton et al. 
for reconsideration, denied. : 

No. 27183, Abingdon Sanitary Manufacturing Co., Inc., vs. A, ¢ 
& Y. et al. Motion of defendants to dismiss the complaint without 
hearing because the issue presented has been decided in No. 26573 
Abingdon Sanitary Manufacturing Co., Inc., vs. A. & Y. et al, 
208 Figs C. 661, sustained. Complaint in the above proceeding dis. 
missed. 

No. 26792, Central Illinois Electric & Gas Co. et al. vs. Belt Rail. 
way ‘ of Chicago et al. Petition of complainant for reconsideration, 
denied. 

No. 25416, Atlantic City Coal Dealers’ Credit Bureau et al. ys, 
Atlantic City Railroad Co. et al. Petition of complainants for recon. 
sideration, denied. 

No. 25815, Consolidated Wagon & Machine Co. et al. vs. B. & 0, 
et al. Petition of complainants for reconsideration, denied. 

No. 26628, Kansas City Fuel Oil Co. et al. vs. A. T. & S. F. et al, 
Petition of complainants for reconsideration, denied. 

No. 25761, Sub. No. 1, The Kinnier Co., Inc., et al. vs. C. & Q. et 
al. Petition of complainants to set the case down for further hearing 
to complete proof as to reparation, denied. : 

No. 26648, National Utilization Corporation vs. Erie et al. Re- 
opened for rehearing at such time and place as the Commission may 
hereafter direct. 

Finance No. 9582, Denver, Leadville & Alma proposed operation, 
Petition of the Denver, Leadville & Alma Railroad Co. for a reopen- 
ing of the proceeding and the consolidation thereof for hearing with 
the application of the Colorado & Southern, Finance No. 7132, and of 
the replies of the Colorado & Southern and of the attorney for the 
Climax Molybdenum Co., intervener, to said petition, denied. 

Finance No. 7701, Kentucky & Indiana Terminal bonds. Second 
supplemental order. Supplemental order, by division 4, entered on 
June 2, 1934, 199 I. C. C. 706, modified so as to permit the Kentucky 
& Indiana Terminal Railroad Co. to pledge and repledge, on the terms 
stated in said supplemental order, to and including June 30, 1937, all 
or any part of $511,000 of first mortgage 4% per cent gold bonds, as 
collateral security for any notes which may be issued by it within 
the limitations of section 20a (9) of the interstate commerce act. 

No. 16745, Fox Paper Co. et al. vs. A. T. & S. F. et al. Petition 
for modification of the report and order entered on February 12, 1927, 
and of complainants’ reply thereto, denied. 


No. 27214, Los Angeles Union Stock Yards Co. et al. vs. C. M. 
St. P. & P. et al. Ogden Live Stock Exchange and the Union Stock 
Yards of Ogden, Utah, permitted to intervene. 


No. 23604, St. Louis Independent Packing Co. et al. vs. A. T. & 
S. F. et al., and No. 23735, John Morrell & Co. et al. vs. A. T. & S. F. 
et al. Petition of Interior Iowa Packers for reconsideration on the 
record as made, or for reargument in No. 23735 and other cases heard 
therewith, denied. 

No. 27198, Rundle Manufacturing Co. vs. Southern et al. 
nooga Manufacturers’ Association permitted to intervene. 

No. 27186, Greater Muskegon Chamber of Commerce for the Cen- 
tral Paper Co. vs. Pere Mairquette et al. C. T. Jaffray, R. H. M. 
Robinson and S. M. Archer, as trustees of Minnesota and Ontario 
Paper Co., debtor, permitted to intervene. . 


No. 27176, Colley-Woods Co. vs. N. Y. N. H. & H. et al. Motion 
of defendants to dismiss the complaint on the ground that the Com- 
mission prescribed or approved the rate assailed, overruled. 

No. 26558, Midland Electric Coal Corporation vs. C. & N. W. et al.; 
No. 26711, Northern Illinois Coal Corporation vs. Alton et al.; No. 
26677, Bell & Zoller Coal Co. et al. vs. A. T. & S. F. et al.; No. 26585, 
United Electric Coal Co. et al. vs. C. B. & Q. et al.; No. 26719, Fifth 
& Ninth Districts Coal Traffic Bureau vs. A. & E. et al.; and No. 
26685, Illinois Coal Traffic Bureau vs. A. & E. et al. Northwestern 
Retail Coal Dealers’ Association permitted to intervene. 


Petition of complainant 


Chatta- 


PETITIONS FOR REHEARING, ETC. 


No. 26312, Biggio, Inc., et al. vs. A. B. & C. et al. Defendants 
ask for reopening of this case and a rehearing with respect to the 
claims for reparation involved therein on behalf of the A. C. Blair 
Co.; the W. M. Fischer & Sons Co.; the Forest City Produce Co.; 
all corporations; and Weinberg & Gilbert, a partnership composed of 
Morris Weinberg and Nathan Gilbert. 

No. 24757, Limestone Products Corporation of America vs. Lehigh 
& Hudson River Railway et al. Limestone Products Corporation of 
America, in a supplemental petition, asks for clarification of findings 
and order, and for extension of scale beyond 500 miles. 

No. 26778, Waldo Grrain Co. vs. Missouri Pacific et al. 
asks for reopening and reconsideration and argument 
thereof. 

‘No. 23817, Southwestern Virginia, Inc., vs. Norfolk & Western. 
Martinsville Cotton Mill Co., intervener, asks for reargument and/or 
reconsideration respecting the question of reparation to Martinsville 
Cotton Mill Company. 

No. 26281, A. N. Christiansen et al. vs. A. T. & S. F. et al. Com- 
plainants ask for reconsideration, in accordance with final decision in 
pending litigation. 

No. 26774, McKesson-Stewart-Holmes Drug Co. vs. Great North- 
ern et al. Complainant asks for rehearing and/or reconsideration. 


Complainant 
in support 


CHANGE IN DOCKET 


Hearing in No. 27224, assigned for December 12, at Chicago, be- 
fore Examiner Worthington, was canceled and reassigned for hear- 
= January 23, at the Sherman Hotel, Chicago, before Examiner 
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Miscellaneous Decisions 


Cases Recently Decided by State and Federal Courts 


igests of National Reporter System, 
(Digests taken from Reporters and Dig 
lished by West Publishing Co., St. Paul, Minn. Copyright, 
- 7 "1035, by West Publishing Co 





REGULATION OF COMMON CARRIERS 


(Supreme Court of Georgia.) Order of public service com- 
mission, revoking motor common carrier’s certificate of con- 
yenience on ground that, in commission’s opinion, evidence 
showed abandonment of passenger service held not “judicial 
action” reviewable by certiorari (Laws 1931, pp. 200, 201, 202, 
206, 211, secs. 3, 4(d), 5, 6, 28; Code 1933, sec. 19-101; Const. 
art. 6, sec. 4, par. 5). 

“Judicial action” is an adjudication upon the rights of 
parties who in general appear or are brought before the tri- 
bunal by notice or process, and upon whose claims some deci- 
sion or judgment is rendered. It implies impartiality, disin- 
terestedness, a weighing of adverse claims, and is inconsistent 
with the discretion on the one hand, since the tribunal must 
decide according to law and the rights of the parties, or with 
dictation on the other; for in the first instance it must exercise 
its own judgment under the law, and not act under a mandate 
from another power. The tribunal is not always surrounded 
with the machinery of a court, nor will such machinery neces- 
sarily make its action “judicial.” The character of the action 
in a given case must decide whether that action is “judicial.” 
(Southeastern Greyhound Lines vs. Georgia Pub. Serv. Com- 
mission, 181 S. E. Rep. 834.) 


(Supreme Court of Mississippi, Division B.) In replevin 
for truck which was held by state highway patrolman upon dis- 
covery that plaintiff was hauling load exceeding that allowed 
by privilege tax paid by plaintiff, burden was upon plaintiff to 
show special permit, if one existed. (Price vs. Haney, 163 So. 
Rep. 684.) 

Highway patrolman properly seized and impounded truck 
which was used to haul load exceeding that allowed by privilege 
tax paid by truck owner, pending necessary proceedings to en- 
force payment of additional license tax, where record did not 
show unreasonable delay in taking legal steps to enforce such 
payment (Laws 1934, c. 126, secs. 19, 21).—Ibid. 


REPARATION ORDERS 


The Commission has entered reparation orders in No. 17230, 
Sames, Moore & Co. et al. vs. Denison & Pacific Suburban Rail- 
way Co. et al., three sub-numbers thereunder, Texas Produce 
Co. vs. Galveston, Harrisburg & San Antonio Railway Co., Amis 
Brothers Co., Inc., vs. A. & V. et al., Schenecker Produce Co. 
et al. vs. B. S. L. & W. et al., and No. 22749, Schenecker Produce 
Co. vs. B. S. L. & W. et al.; No. 19058, A. J. Thompson 
Produce Co. et al. vs. B. S. L. et al.; No. 19501, John Arko 
et al. vs. A. T. & S. F. et al.; No. 20494, Great West Mill & 
Elevator Co. vs. Panhandle & Santa Fe et al.; No. 21876, G. W. 
Capps et al. vs. N. §. et al., No. 24912, Eastern Shore of Vir- 
ginia Produce Exchange, Inc., vs. Pennsylvania et al., and a sub- 
number thereunder, Lustig-Burgerhoff Co., Inc., et al. vs. Same; 
and No. 23299, Baker Produce Corporation et al. vs. B. & E. 
et al.; No. 23429, Moerschel Co. et al. vs. A. & E. et al.; No. 
25691, Hauser Packing Co. vs. L. A. & S. L. et al.; No 25801, 
Brunswick Lumber Co. vs. L. S. & I. et al.; No. 26467, Board 
of Control of Institutions of Higher Learning vs. A. G. S. 
et al.; No. 26503, Darling & Co. vs. C. I. & L. et al.; No. 26632, 
Quanah Cotton Oil Co. et al. vs. A. T. & S. F. et al.; No. 26687, 
Gulf Refining Co. vs. B. & O. et al.; No. 26815, United States 
Quarry Tile Co. vs. B. & O. et al.; and No. 26816, District of 
Columbia Paper Manufacturing Co. vs. N. Y. C. et al. 





RATE BUREAU REFORM 


Railroad rate committees would be a greater help to the 
railroads they seek to serve if their members were required 
periodically to make calls on shippers in the company of freight 
solicitors, said Mendel A. Keith, general traffic manager, Inter- 
national-Stacey Corporation, Columbus, O., in a speech on 
“Needed Reform in Rate Bureau Procedure,” before the meet- 
ing of the Ohio Valley Transportation Advisory Board at Cin- 
cinnati December 10. In that manner, he continued, they would 
be able to appreciate the problems of the industrial traffic man 
and so come to consider his proposals with more courtesy and 
sympathy. The speaker discussed several reforms proposed 


with reference to the railroad rate committees along the lines 
of an earlier speech made by him (see The Traffic World, April 
27, 1935, p. 787). 
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Eastman and Rail Labor 


Coordinator Reveals Position as to Issuance of Orders 
Requiring Joint Action by Railroads to Eliminate 
Duplication and Permit Joint Use of Facilities 


Though he may feel it his duty to enter orders under the 
power he has by reason of the emergency railroad transporta- 
tion act in connection with effecting economies in operation, 
Coordinator Eastman, for several reasons, does not think pros- 
pective exercise of that power need arouse apprehension that 
many railroad employes face loss of their jobs. 

That is believed to be the effect of statements made by the 
Coordinator in a letter to Paul M. Smith, editor of the Locomo- 
tive Engineers’ Journal, official publication of the Brotherhood 
of Locomotive Engineers, taking exception to statements in a 
message from the editor to members, published in the Decem- 
ber issue of that publication. 

Mr. Smith’s message to the members of the Brotherhood 
of Locomotive Engineers follows: 


A situation was disclosed last month which threatens the dismis- 
sal of thousands of experienced railroad employes within a half year 
and many more later. 

Addressing a meeting of the Association of American Railroads at 
Chicago, in which sat 100 railroad presidents, the Coordinator of 
Transportation spoke of the consolidation of railroad terminals, as 
proposed by his bureau, and then told the executives point-blank: 

“T had hoped that the railroads would carry out these terminal 
consolidations voluntarily, but they have not done so. If this is not 
done, I may have to take the matter in hand and issue orders.”’ 

He added that any action on his part would have to be taken be- 
fore June 16, 1936, for on that date the railroad emergency act, under 
which he holds office, expires. 

Stating that this act prohibits dismissal of employes when rail- 
roads make joint use of facilities, he proposed ways in which this 
provision of the law, protecting labor, might be beaten: 

1. By transferring some terminal employes to other jobs. 

2. By inducing employes to agree to the plan. 

3. By attacking section 7b, protective of labor, in the courts. 

If the Coordinator by order should make his plan effective, more 
employes’ heads would be likely to fall than at any other single time 
in United States railroad history. 

Railroad labor has already been heavily reduced. Since 1929 
nearly 650,000 railroad employes have been separated from their jobs. 
ad Congress, by reenactment of effective laws, can protect railroad 

abor. 


Coordinator Eastman’s letter to Mr. Smith follows: 


My attention has been called to a statement under your signature 
in the last number of your Journal. It purported to quote from a talk 
which I made at a meeting of the Association of American Railroads 
in Chicago early last month. Among other things, this statement ap- 
pears: 

“Stating that this act prohibits dismissal of employes when rail- 
roads make joint use of facilities, he proposed ways in which this 
provision of the law, protecting labor, might be beaten: 

“1. By transferring some terminal employes to other jobs. 

“2. By inducing employes to agree to the plan. 

“3. By attacking section 7b, protective of labor, in the courts.” 

The act to which reference was made in this statement is the 
emergency railroad transportation act, 1933. 

My talk to the Association of American Railroads was informal 
and not written out, and neither the association nor I gave any sum- 
mary of it to the press. My references to section 7b of the emergency 
act were quite different from what is indicated in the statement 
above quoted. What I actually said was to this effect: 

There are three courses which the railroad executives can pursue 
with respect to section 7b, in the event of a coordination project. 

1. They can obey it literally. 

2. They can negotiate a somewhat different arrangement with 
their employes for the protection of those which are displaced. 

3. They can resist its provisions in the courts. 


Even if the first course were pursued, the railroads could obtain 
the benefit of a part of the economies at: once and eventually would 
obtain the benefit of all. This is so, because part of the economies 
do not depend on the elimination of labor and some of the employes 
are not protected by the provisions of section 7b. The remainder of 
the economies would be realized in time as employes protected by 
the provisions died or retired. In the event of a rising tide of traffic, 
they might be realized quickly, the effect being merely to prevent the 
restoration of as many employes to service as might otherwise be 
restored. 

Settlement by Negotiation 


The second course is, in my judgment, the most desirable, as I 
believe it possible to arrive through negotiations at a settlement more 
satisfactory, on the whole, to both the railroads and to the employes 
than that which section 7b would produce. The reason for this, so far 
as the employes are concerned, is that section 7b does not now pro- 
tect a substantial number of those who are at work, and the situa- 
tion after June 16, 1936, when the emergency act is now due to expire, 
is uncertain. 

All this is in accord with public statements which I have made. 
I did not recommend the third course. My position in regard to that 
was stated in an address which I made to the National Association 
of Credit Men at Pittsburgh, Pa., on June 20, 1935, as follows: 

‘‘Nevertheless this matter is still capable of wise and statesman- 
like handling on both sides. The railroads may take it to the courts, 
but if they do, they will, in my humble judgment, make a serious 
mistake. They may, perhaps, find the law with them—not being a 
constitutional lawyer I leave that question to others; but they will 
not find the principles of inherent justice and equity with them, and 
a long-headed man will give some thought to that phase of the mat- 
ter. There is need for long-headed wisdom in the railroad world.” 

I have, of course, always been in favor of reasonable protection 
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to employes displaced by coordination projects and have so stated 
many times. My idea of reasonable protection was indicated in the 
dismissal compenSation bill which I recommended at the last session 
of Congress. 

No Orders Except in Test Cases 


So far as orders are concerned, it is my duty under the emergency 
act “t6 encourage and promote or require action on the part of the 
carriers’”’ which will, among other things, ‘‘avoid unnecessary dupli- 
cation of service and facilities of whatsoever nature and permit the 
joint use of terminals and trackage incident thereto or requisite to 
such joint use.’’ So far I have promoted and encouraged, but have 
not required. While I may, if the carriers do not act voluntarily, 
feel it my duty to enter orders, there is no basis for the statement 
contained in your article that in that event ‘‘more émployes’ heads 
would be likely to fall than at any other single time in United States 
railroad history.” 

In the first place, the protection of section 7b would remain. In 
the second place, it would be a physical impossibility for me to pre- 
pare and issue orders except in a few test cases. In the third place, 
orders would not be necessary unless the railroads were hostile to the 
plans proposed, and opposition on their part, added to the opposition 
of the employes, would inevitably result in an appeal to the Com- 
mission and protracted hearings before that body before anything 
was actually done. 

While I did indicate to the railroad executives that I might feel 
it my duty to issue orders, in default of action on their part in har- 
mony with the provisions of the emergency act, I also indicated that 
I had no great expectation of important accomplishments through 
such procedure. 


M.-K.-T. EMPLOYMENT 


Traffic increases on the Missouri-Kansas-Texas lines have 
necessitated a considerable increase in employment on those 
lines, according to the M.-K.-T. Employes’ Magazine. Not only 
have more than 200 furloughed trainmen and switchmen been 
rreemployed, but the road is training new brakemen. The maga- 
zine article says that “most of the student brakemen now as- 
signed to training jobs have had one or two years of college 
training.” More than 300 applications for such jobs are on 
file. On the six divisions comprising the Parsons district 30 
brakemen and 60 firemen have been returned to work, and on 
the seven divisions of the north Texas district 60 brakemen, 42 
firemen and 18 engineers have been put back to work. Of the 
reemployed men in the Texas district, the magazine says, 51 
have been out of employment since 1922. In the south Texas 
district, which includes 5 divisions, 12 brakemen, 4 engineers, 
19 firemen and 14 switchmen have been added to the payrolls 
recently. Of this 49 total, 32 were furloughed men. Ten men 
have been added on the three divisions of the northwestern 
district. 


RAILROAD EMPLOYMENT 


Class I railroads, excluding switching and terminal com- 
panies, had 996,542 employes as to the middle of November, an 
increase of 1.82 per cent compared with November last year, but 
a decrease of 1.98 per cent compared with October this year, 
according to compilations made by the Bureau of Statistics of 
the Commission from preliminary reports. Employment by groups 
the middle of November and the percentage increase or de- 
crease compared with November last year were set forth as 
follows: 

Executives, officials and staff assistants, 11,846, decrease, 
0.79 per cent; professional, clerical and general, 163,490, de- 
crease, 0.47 per cent; maintenance of way and structures, 
197,297, increase, 1.07 per cent; maintenance of equipment and 
stores, 274,855, increase, 3.72 per cent; transportation (other 
than train, engine and yard), 123,467, decrease, 0.19 per cent; 
transportation (yardmasters, switchtenders and hostlers), 12,188, 
decrease, 0.15 per cent, and transporation (train and engine 
service), 213,399, increase, 3.38 per cent. 


FIREMEN ON DIESELS 


Possibility of a strike of firemen on the Chicago, Burling- 
ton and Quincy vanished, December 8; when, after a conference 
of railroad and labor officials with J. W. Carmalt of the federal 
board of mediation, the railroad agreed to put a fireman on 
each of its four Zephyr-type diesel passenger trains. The Bur- 
lington’s 55 gas-electric locomotives, other than the Zephyrs, 
were not discussed. It was said, after the conference, that any 
question regarding them would be raised and settled in the 
manner prescribed by the agreements between the railroad and 
the Brotherhood of Locomotive Firemen (see Traffic World. 
December 7, p. 983). The conference at which agreement was 
reached was called after J. P. Farell, vice-president of the 
brotherhood, had issued a strike order effective at 6:00 p. m. 
December 9. 


RAILROAD PENSION PROCEDURE 


The Railroad Retirement Board has notified railroads that 
it is now prepared to register all persons who were employes of 
a carrier subject to the railroad retirement act of 1935 on August 
29, 1935, or in an “employment relation” at that time but who 
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are now not in the service of a carrier. Railroads are askg 
to bring to the attention of such persons the fact that the boar 
is proceeding to make a register of that class of “employes,” 


RAIL PENSION COMMISSION 


President Roosevelt has appointed Walter H. Pollack, at. 
torney of New York City; Charles M. Hay, city counselor of 
St. Louis, Mo., and Frank J. Warne, of Washington, D. C., as 
three of the nine members of the special commission that js 
to study and report on a railroad employe pension system as 
provided in the railroad retirement act creating the Railroaq 
Retirement Board. 

The other members of the commission are Senators Brown, 
of New Hampshire; Capper, of Kansas, and Murray, of Mon. 
tana, designated by Vice-President Garner; and Representatives 
Crosser, of Ohio; Vinson, of Kentucky, and Michener, of Mich. 
igan, designated by Speaker Byrns (see Traffic World, Aug. 31, 
p. 361). 

Under the retirement act the special commission igs to 
“make, and report through the President to the Congress of 
the United States not later than January 1, 1936, the results of 
a thorough investigation of all pertinent facts relating to a 
retirement annuity system applicable by law to carriers by 
railroad engaged in interstate commerce and particularly any 
and all questions for the investigation of which provision is 
made under the preceding section.” The preceding section, 7, 
is that which directs the Railroad Retirement Board to make 
a special report not later than four years from the effective 
date of the act, as to changes in the retirement system created 
by the act. 

The special commission is also authorized to hold hearings 
respecting desirable provisions of a sound retirement and an- 
nuity system. The Railroad Retirement Board is to cooperate 
with the commission in its work. The latter is directed to in 
clude in its report recommendations for legislation, if any, as it 
may deem necessary to give effect to its conclusions. 

Though the railroad retirement act was approved by him 
August 29, President Roosevelt delayed making the appoint- 
ments he was required to make to the commission and now the 
commission has only a few weeks in which to do its work un- 
less Congress extends the time early next month. It is ex- 
pected it will be urged to extend the time within which the 
commission shall make its report. 

The existence of the special commission is due to the fact 
that the pension act as reported by the House committee on 
interstate and foreign commerce represented a compromise. 
Chairman Rayburn, of that committee, had pending, which had 
been approved by his committee, a resolution providing for the 
creation of a commission to study the matter of pension legisla- 
tion. This did not satisfy railroad labor and it pressed for 
enactment of another pension act, the first having been de- 
clared invalid by the Supreme Court of the United States. The 
House committee finally approved the pension bill with pro 
vision for a special investigation commission included therein. 

Entirely apart from the question of constitutionality of 
the pension system provided for in the retirement act and the 
bill taxing the railroads and their employes to provide money 
to reimburse the federal treasury for pension payments to rail- 
road employes as provided in the retirement act, the present 
retirement act, as was the one declared unconstitutional by the 
Supreme Court, has been condemned as bad legislation. Co- 

ordinator Eastman said inadequate consideration had been given 
to the pension bills (see Traffic World, July 27, p. 151). 

The railroads are working on a suit they have announced 
they will bring to contest the validity of the pension legislation. 


N. Y. RAIL CLUB DINNER 


The investor in railroad stocks is the “forgottenest man,” 
according to F. J. Lisman, chairman, Lisman Corporation, whose 
message was one of those sent by industrial and financial leaders 
to the New York Railroad Club on the occasion of its sixty-third 
anniversary dinner, at the Hotel Commodore, December 12. Mr. 
Lisman’s message was a plea for organization among railroad 
investors. As an individual nobody pays any attention to the 
investor, he said. He added: 





If only 25 per cent of them will combine to become articulate like 
the “‘gimme” clubs of other kinds they could easily have the laws 
enacted to which they are reasonably entitled. They could also assert 
themselves with the management of the carriers with a view to 
eliminating competitive wastes of all kinds. Railroad officials are too 
prone to think of their jobs exclusively from their own company’s 
— of view instead of taking the larger view of the industry as 4 
whole. 


Mr. Lisman warned railroad stock and security owners that, 
if they do not organize to protect their interests, government 
ownership will come rapidly and inevitably. If that happened, 
he added, they were likely to find themselves holding securities 
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not likely ever to pay a return and the values of such securities 
“gradually fade out.” 

“Railroad security owners must either learn to act jointly 
or they will sink separately,” he said. 

Others Who sent messages to the Railroad Club observance 
were W. H. Cameron, managing director, National Safety Coun- 
cil, who complimented the railroads on their safety record and 
said that the American motorist could learn much from that 
record; W. A. Irvin, president, United States Steel Corporation, 
who said the railroads were his industry’s best customer and 
that 1936 looked like a good year for these “mutual and inter- 
dependent industries” ; Edward Hungerford, writer and publicist, 
who said the time was ripe for a great exclusively railroad pag- 
eant on a larger scale than the Baltimore and Ohio’s Fair of the 
Iron Horse, of which he was the director, and Samuel O. Dunn, 
editor, Railway Age, who said the future of the railroads would 
be determined by whether or not the present rail crisis brought 
on government ownership and that government ownership would 
“ealamitously interfere with improvements in facilities and serv- 
ice and cause a huge railroad deficit for the taxpayers to 
meet.” 

Philip A. Benson, president, Dime Savings Bank, Brooklyn, 
N. Y., and president of the Railroad Security Association, said 
the American people would be paying greater attention to the 
railroad problem as one of the most pressing economic preplexi- 
ties if it were generally understood how closely the railroad 
problem approximated the public interest. He said that, with 
60,000,000 life insurance policyholders and 14,000,000 depositors 
in savings banks, the majority of the individual citizens were 
directly interested in railroad credit. Continuing, he said: 


will 


For some time it has been clear that, if private ownership is to 
survive, there must be a change in the attitude of government as well 
as a renewed disposition on the part of the railroads to set their own 
houses in order by readapting their business to meet changing condi- 
tions. It must be recognized that many necessary changes have been 
delayed due to the practical difficulties involved in making changes 
which would result in dismissal of labor in fimes of depression. On 
the other hand, it is reasonable to expect that, under the stress of 
circumstances, strides would be made in overcoming the natural in- 
ertia of an industry of such great size and in reconciling the insis- 
tence of self-interest. 


He said the handling of the railroad problem must “be 
divorced from the fixed pattern of the past” to permit flexibility 
to meet modern needs. 


C. E. Smith, vice-president, New York, New Haven and 
Hartford, president of the club, spoke optimistically about the 
railroad future. There was already a great improvement in 
traffic, he said, and he credited the Railroad Club with having 
helped bring this about. More than 2,600 attended the dinner. 


A. F. B. F. ON TRANSPORTATION 


A plea that free opportunity be given to the railroads to 
meet competition, with a request for repeal of the rate-making 
sections of the motor carrier act and completion of waterway 
projects to reduce freight bills, was contained in a resolution on 
transportation adopted by the American Farm Bureau Federation 
at the final session of its convention in Chicago December 11. 
The resolution read as follows: 


For fifteen years the Farm Bureau has worked strenuously to 
have the farm-to-market roads included in the general federal roads 
SyStem of the country. During the past year a real beginning has 
been made in this direction and we are gratified that large alloca- 
tions of emergency federal funds are now being employed for the con- 
struction of genuine country roads. In commending the Works Prog- 
ress Administration for its enthusiastic support of the farm-to-market 
road project, we urge that this work should be expedited and stressed 
im every possible way. 

We reiterate our previous position on the general problem of 
transportation as it affects agriculture. We ask that the callreade 
should be given freer opportunities to meet competition. 

. oe continue our opposition to the water carrier bill of 1935. We 
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tr We request the discontinuance of diversion of revenues obtained 
— all gasoline taxes for any purpose other than highway build- 
Ww. maintenance and payment of outstanding highway obligations. 
ht Be pe tegen that states which continue to divert such revenues 
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uuding and maintenance from the federal government. 


We urge the earliest possible com i 
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Transport Legislation 


Proposals Up for Regulation of Domestic Air and 
Water Lines—Elimination of Long-and-Short-Haul 
Clause—Ship Subsidy Substitute—Government 
Ownership of Railroads 


When the second session of the Seventy-fourth Congress 
meets January 3 it may proceed at once to the consideration of 
major legislative proposals affecting transportation. At the last 
session several of these proposals reached advanced legislative 
stages and if the congressional leaders wish to obtain action 
on them, there need be no delay. 

The Senate calendar contains S. 1632, the bill providing for 
regulation of water carriers in interstate and foreign commerce 
as reported by the interstate commerce committee June 21. This 
bill was considered at the last session but final action was not 
taken. 

There is also pending in the Senate S. 3420, providing for 
regulation of air carriers along the lines of that provided for 
motor carriers and proposed for water carriers, that bill having 
been reported by the interstate commerce committee August 15. 

Another measure of importance to the shipping world pend- 
ing on the Senate calendar is S. 2288, providing for revision of 
the method for computing tolls on vessels that pass through the 
Panama Canal. This measure was reported May 15 by the com- 
mittee on interoceanic canals. A similar measure is pending 
in the House. 

The Senate commerce committee reported a revised ship 
subsidy bill at the last session but the Roosevelt administration 
is working on a revision of that and further action by the com- 
mittees will be necessary before action can be taken in the 
Senate. The House passed a ship subsidy bill which was con- 
sidered by the Senate committee. 

At the head of the list on the House calendar is the Petten- 
gill bill, H. R. 3263, favorably reported July 22 by the committee 
on interstate and foreign commerce. This is the measure that 
provides for elimination of the long-and-short haul clause of the 
fourth section of the interstate commerce act. 

Proponents of this measure hoped to get it through the 
House at the last session in order that the Senate might make 
an early start on it at the next session, but the legislative situa- 
tion became such that the opposition was successful in blocking 
action, The proponents now are predicting that the fourth sec- 
tion bill will be passed at the coming session of Congress. 

Pending before the House committee on merchant marine 
and fisheries is the White bill, S. 1152, passed by the Senate, giv- 
ing effect to the principles of the Hague Rules governing the 
carriage of goods by sea. 

The foregoing are the principal measures that have been ad- 
vanced in the congressional legislative mill, There are many 
other measures affecting transportation that may be considered, 
chief among which is the Wheeler bill providing for government 
ownership of railroads, S. 2573, on which hearings have not 
been held. 

Recommendations may be made by Coordinator Eastman in 
a report he is expected to make shortly after the first of the 
year that will affect the transportation legislative situation. 
He may recommend a revision of the pending water carrier 
regulation bill. He may recommend revision of his bill provid- 
ing for reorganization of the Interstate Commerce Commission 
and a permanent federal coordinator of transportation. 

There are pending before the House and Senate interstate 
commerce committees the group of bills sponsored by organized 
railroad labor which the railroads claim would increase their 
expenses by hundreds of millions of dollars. This group includes 
the so-called six-hour-day bill. The other measures in the group 
have been put forward by labor largely on the ground that they 
are necessary in the interest of safety of the public and rail- 
road employes and elimination of unjust working conditions. 

Président Roosevelt has made no secret of the fact that he 
wishes the second session of the Seventy-fourth Congress f0 be a 
brief one. Congressional leaders are talking about getting away 
by the first of May—in other words, a four-month session. How 
the situation will shape up for transportation legislation is not 
yet clear. A short session, if experience may be taken as an 
indicator, would mean that probably several pieces of major 
transportation legislation would not be put on the books, This 
would be true particularly as to proposed legislation as to which 

there is sufficient opposition to make a sufficient number of 
congressmen satisfied if no action were taken. 





The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their tariff files are up-to-date. 
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lt May Surprise You to Know That— 


ENGLISHMAN AND INVENTOR. 
BUILT A STEAM-PROPELLED CARRIAGE IN 1801 
WHICH SUCCESSFULLY TRANSPORTED PASS- 
ENGERS OVER ENGLISH ROADS AND WHICH 
OPERATED IN LONDON STREETS BETWEEN 
LEATHER LANE AND PADDINGTON. WHEN PUT 
ON TRACKS (IN 1804) THIS STEAM VEHICLE 
DREW WAGONS CARRYING 10-TON LOADS 
UP INCLINES OF | IN SO AT 5S MILES 
AN HOUR. 





CG IMPRESSED 

-\\ ‘\ WAS GEORGE WASH- 

Ai INGTON BY THE 
SPECTACLE OF THE BALLOON 
ASCENSION FIRST BEHELD IN 
AMERICA, JANUARY 9, 1793, THAT 
HE ASKED THAT PUBLIC HOMAGE 
BE PAID TO THE AERONAUT, 
BLANCHARD, FOR HIS EFFORTS TO 
ESTABLISH AND ADVANCE AN ART IN 
ORDER TO MAKE IT USEFUL TO MAN- 
KIND IN GENERAL.” 


WW... ¥ YZ ‘he : | 


ie FIRST RECORDED (ASE OFA 
RUNWAY LOCOMOTIVE 1S THAT OF WM. 
MURDOCH'S LAMP-HEATED CARRIAGE 
WHICH , ONE DARK NIGHT IN 1784, 
ESCAPED FROM ITS INVENTOR, SPED 
DOWN A COUNTRY LANE AND, OUTDIS- 
TANCING ALL PURSUIT, BORE DOWN 
UPON AN ENGLISH COUNTRY CLERGY - 
MAN, SCARING THE WITS OUT OF THAT 
DIGNITARY’. 
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HILL ON THE RAIL PROBLEM 


Much of what has been called the railroad problem is man- 
made and any solution must begin with a clear understanding 
of the entire problem, said J. B. Hill, president of the Louisville 
and Nashville, in an address at a meeting of the Ohio Valley 
Transportation Advisory Board at Cincinnati December 10. 
“The pessimistic and defeatist attitude assumed by some of the 
public press” would not help to cure the situation, he said; 
railroad management should not be blamed, because railroad 
management generally had been ingenious and efficient; its ac- 
complishments had not been appreciated simply because they 
had not been sufficiently publicized. On this point he said: 


Railroad management has been accused of whining about its 
troubles and doing nothing about them. This is a poor charge in the 
face of the record. They have asked stabilization of the newer forms 
of transport and every_public body, committee, and the Federal Co- 
ordinator have reported in favor of actual and reasonable regulation 
of the newer forms. In the same ten years the railroads“have, under 
tremendous handicaps, made their service faster, better and, what is 
more and highly important, safer. They are still doing a big and 
necessary job in meeting all obligations except to those who invested 
in them. I stand here not in apology for railroad management, but 
to praise it for the ingenuity which seems to but can not be ever- 
lastingly sufficient. 


The speaker then tabulated the things railroad manage- 
ment wanted the public and the government to do to clear up 
the situation. He said: 


Now, as to the remedy and what do we want you to do? We 
want you to get more understanding into your lawmakers and have 
railroads treated on a business basis. We would prefer a broad trans- 
port policy which will prevent discrimination and the production of 
excess transport facilities, with much of the restrictive influence re- 
moved from rail transportation. Specifically, we want subsidies to 
other forms of transportation stopped. We want commercial users 
of highways, waterways and airways to fall under regulation as to 
rates, services, hours of employment to the extent that railroads are, 
if such regulation is to continue on railroads; and also to pay in tolls 
a service charge for what the taxpayer has provided for them. We 
want the government to get out of the transportation business in 
the inland waterways. We want to run our own business for a while. 
Being treated in all other respects as a public utility, we want relief 
from so great taxation, or else we want all other forms to contribute 
equally to the functions of government. We want repeal of at least 
section 7-B of the emergency transportation act. We want the long and 
short haul clause of the fourth section of the present law repealed. 
We want the recent pension bill repealed. We do not want destruc- 
tive laws as will again be advocated in the next congress, such as the 
full crew bill, the train limit bill, the six hour day bill and the track 
and signal inspection bill. These, in a competitive world, we do not 
believe are in the interest of the employes themselves, because they 
will destroy the railroads and drive the business to other forms of 
transportation, to a further reduction in railroad employment. 

Then what will the railroads do? To be sure, they know a plenty. 
They would like to reduce grades and curves, build better bridges, 
lay heavier rail, fully ballast track, install automatic signals, buy 
new shop machinery and tools, scrap hundreds of thousands of old 
freight cars for better cars of lighter weight and greater net carry- 
ing capacity; replace many passenger cars with lighter cars, air- 
condition passenger equipment as fast as the art will economically 
admit; buy new and improved locomotives, which are so greatly im- 
proved over many now in use. All to the end of an improved and 
faster passenger and freight service. Given a revival in general busi- 
hess and an equal chance and an increased earning power, | shall 
not be ashamed of railroad performance. 


Earlier in his address the speaker said the prime question 
now before the American public interested in transportation was: 
“Have the railroads failed?” He broke that main question down 
into four sub-questions as follows: 


i. Have the railroads failed as to price, quality and extent of their 
service? 

2. Have they failed in their contribution to the country’s develop- 
ment and social welfare? 
_ 3. Have they failed in granting to investors a fair return on their 
investments? 


4. Where there has been failure what caused it and what is the 
remedy ? 


; In answer to the first of these questions he cited compara- 
tive figures for ton-mile rail charges 1921 as against 1934, and 
for hourly wage rates 1916 against 1934, to show that rail 
transportation charges were not excessive, and enumerated im- 
provements in equipment and service, so that he was able to 
answer the question in the negative. 

To the second question he also returned a negative citing as 
one instance of public service the fact that the railroads paid 
more than $239,000,000 in taxes in 1934 while other forms of 
transportation were receiving more than $2,000,000,000 in sub- 
Sidies of various kinds. 

He admitted that, to a large extent, the railroads were failing 
to give their investors a fair return but said that failure was 
due almost entirely to the business depression on the one hand 
and unequal regulation as between railroads and other forms of 
transportation, on the other. 

The fifth question he answered by considering at length these 
other forms of transportation which, he said, were able to render 
cheaper service to users only because of such subsidies. 

He said consolidations had been suggested as a remedy but 
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pointed out that managers of profit-making businesses were 
usually reluctant about consolidating with other businesses that 
were losing money, and that, after all, railroads were private 
properties. He said he admitted that such consolidations might 
result in economies, 

“If all the grocery stores in a city could be consolidated,” 
he said, “the consolidated store could be run at less expense.... 
But what about the public convenience? What about that per- 
sonal touch or friendly and community service? What about the 
quality of service that competition inspires? What about the 
owners of the present stores if they simply do not want to 
consolidate?” 


TARIFF SIMPLIFICATION 


The Trafic World Washington Bureau 


Initiation of active work on tariff simplification was an- 
nounced Dec 12 by A. F. Cleveland, vice-president in charge of 
traffic of the Association of American Railroads. The work is 
to be done by the national tariff simplification committee, ap- 
pointed by the traffic advisory committee of that association, of 
which Mr. Cleveland is chairman. J. G. Kerr, assistant to Mr. 
Cleveland, is to be permanent chairman of the simplification 
committee, which is to be composed of principal tariff publish- 
ing agents. A tariff expert of the Commission is to be invited 
to be a member of the committee or, at least, to participate 
actively in its work. The committee is to consult with railroad 
officials and shipper representatives and make monthly progress 
reports. The object is to deal with complaints coming from 
many sources regarding the intricacy of freight tariffs with a 
view to bringing about tariff simplification. 


CONN SEEKS RAIL POLICY 


Donald D. Conn, executive vice-president, Transportation 
Association of America, in an address at the Minnesota Club, 
St. Paul, December 15, said that complaisance in the face of 
threatened government ownership of the railroads was “invit- 
ing and encouraging the dangers of a socialistic state.” 

“The communistic movement is forging ahead in America 
with sponsorship in nearly all our communities and our great 
unorganized majority is doing little if anything to arrest its 
vicious progress,” he said. “Transportation represents the last 
line of trenches—the last bulwark of protection for the prin- 
ciples of private enterprise and the fight must be made on this 
issue.” 

He said there was no merit in the position that financial 
necessity would naturally bring about government ownership. 
While the credit position of transportation was none too bright 
at the present time, he said, American industry was paying 
enough for transportation to sustain all necessary services and 
to pay a fair return on capital invested in transportation fa- 
cilities. The trouble was, he added, that when transportation 
payments by the public were divided among 160 railroads and 
thousands of truck and water lines not each of the individual 
agencies could be expected to operate at a profit. The responsi- 
bility of curing this situation lay in the hands of private enter- 
prise, he said, continuing: 





Corrective measures for the financial ills of transportation are 
neither an obligation nor responsibility of government, but rather are 
dependent upon the initiative and courage of private enterprise to face 
the present problem squarely, and through coordination of physical 
facilities and earnings, to develop balanced competitive systems, which 
will offer the public the most convenient form of transportation, elim- 
inate the waste and duplications wherever found to be contrary to 
public interest, and thus to make the most efficient use of the sum 
total of what the American public should or can pay for transporta- 
tion service. We must not hazard the experiment of government 
ownership in transportation simply to avoid meeting the present issue. 
If we do, we shall pull down all the standards upon which we have 
built this glorious) nation—we shall invite and encourage the dis- 
asters of a socialistic state upon the welfare and progress of every 
basic business enterprise. Financial distress may be a cowardly ex- 
cuse for government ownership, but it is not a just cause. 


The demand for government ownership, he said, came from 
sources like the organized socialist who saw in it the “spear- 
head to the accomplishment of their ultimate program;” various 
political parties that found it easy to dramatize big business 
as inimical to the interests of the average citizen, and organized 
rail labor the leaders of which “have convinced themselves that 
it is easier to gain their ends through political pressure than 
by direct business negotiation.” 

In the face of all this, he added, there was still no sound 
national transportation policy in this country. On this point 
he said: 


A total of between sixty and seventy billions of dollars has been 
spent in the various forms of transportation, and we are still without 
a definite public policy as to how this great instrumentality can be 
best fitted together to serve the people who have paid for it. Each 
of the various forms of transportation is needed. Each mode should 
be utilized properly. Progress cannot be stifled, but self-interest must 
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give way to the general public good. The great requirement of our 
present problem is an intelligent approach from the viewpoint of an 
organized and understanding public. Until the interest of our citizens 
can be developed in these fundamental issues, no permanent relief 
can be expected. Only the alternative of government ownership 
confronts us. The determination and adoption of a sound national 
transportation policy depends upon intelligent public education. We 
now witness the continued development of competing modes of trans- 
portation, unchecked and largely unrestrained, engaged in destructive 
and costly competition, contrary to the public interest. Whether 
railroads are over-regulated and other forms of transport under-regu- 
lated is not the important issue. Comparable and intelligent regula- 
tion, not restrictive or burdensome, but progressive and constructive, 
is the paramount need. The government ownership issue is here and 
the question to decide is this—is the principle of individual enterprise 
in America worth fighting for? 

The Transportation Association of America represents the first 
comprehensive effort to solidify all major interests into an organized 
force to support private and competitive enterprise in the conduct 
of our largest business institution. Our problem is to first arrest the 
trend toward government ownership and second, through the coopera- 
tion of all interests in public life, to contribute to a sound alternative 
program which will make government ownership unnecessary from 
any viewpoint. This task is essentially a responsibility of the public 
as a whole and does not belong alone to any form of transportation, 
to our financial agencies, or to any other single group. We ask you, 
in your capacity as business leaders, to assist in the construction 
of this nationwide organization, to the end that every important 
branch of public life will accept its share of the responsibility to this 
common program. Through negotiation with the different modes of 
transportation, we hope to bring about harmony as to the basis of 
a common program for the coordination of their facilities into bal- 
anced systems, competitively operated in the public interest. We will 
devote our energies to the single purpose of perpetuating the principle 
of private enterprise in transportation. If we do this convincingly, 
we shall have rendered a great service. 


THE ALASKA RAILROAD 


“The mining industry, having been stimulated during the 
year by a favorable gold price, may be expected under the cur- 
rent gold price to continue to develop and expand during 1935-36, 
thereby creating an increase in tonnage for the Alaska Rail- 
road,” it is stated in the annual report of Secretary Ickes, of 
the Department of the Interior. 

“The colonization project in the Matanuska Valley, which 
created a large amount of tonnage for the railroad during the 
latter part of the 1935 fiscal year, will resolve to a volume of 
traffic normally to be expected from a farming community 
of its size, on completion of the construction and development 
stages of the project. 

“There are no apparent indications, other than those men- 
tioned, for any increases in general business in other lines for 
the coming fiscal year.’ 

The railroad, of which O. F. Ohlson is general manager, 
continued throughout the fiscal year ended June 30, 1935, the 
period covered by the report, to disseminate information on re- 
quests by prospective settlers, but few settlers acted on the in- 
formation and settled in the railroad belt “due greatly to a 
lack of capital necessary to undertake such a venture.” 

The financial results of operation were set forth in the 
following section of the report: 

Revenue from all sources, including nonoperating income, was 
$1,476,567.76, an increase of $182,883.46, or 14.4 per cent. 

The operating ratio of the railroad decreased from 117.26 per cent 
in 1934 to 105.61 per cent in 1935, 

Total expenses for rail and water line were $1,557,563.18, an in- 
crease of $86,067.12, or 5.85 per cent. Total deficit for rail-and-river- 
line operation and including miscellaneous operations was $73,674.66, 
a decrease of $105,298.67, or 58.83 per cent. From this should be de- 
ducted the amount of $16,619.18 expended during the fiscal year for 


yon of mineral and other resources, reducing the deficit to 

There was an increase of 15,702 tons in amount of rail-line freight 
tonnage during 1935 over that of the previous year, with a correspond- 
ing increase in freight revenue of $126,527.08. 

The increase of 15,702 tons in freight tonnage was divided 8,051 
tons coal shipments and 7,651 tons miscellaneous merchandise. The 
increase in freight tonnage is attributed to the expansion of the gold 
sed industry carried on adjacent to the line of the Alaska Rail- 
road. 

The number of rail-line revenue passengers carried increased 
7,486 over that carried in 1934; rail-line passenger revenue likewise 
increased $52,561.29 over the preceding year. 

The pay roll for 1935 amounted to $1,338,825.27, an increase of 
$96,124.87 over the previous year. The increase in pay roll was due 
mostly to discontinuance of legislative salary deductions, and partly 
to increase tonnage handled during the fiscal year, requiring increased 
operating personnel. 


THE PANAMA CANAL 


Though rebuffed again and again in attempts to obtain 
legislation revising the basis for collection of tolls on vessels 
transiting the Panama Canal, the War Department, through 
Secretary Dern, asks for it again in the annual report of the 
Secretary for the fiscal year ended June 30, 1935. In his discus- 
sion of this subject he says: 





The present system of measurement of vessels for the collection 
of tolls, having no justification in equity among the several types of 
ships, may be considered as a form of subsidy to certain types at the 
expense of other types. Such an indirect subsidy to certain types of 
American vessels is unsound and in addition is necessarily shared by 
similar types of foreign vessels. For many years the Panama Canal 
has sought legislation to accomplish certain well-defined results, bene- 
ficial not only to shipping interests but to the United States, the ob- 
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jects being: (1) To reestablish in the present law the system original 
intended by the Congress which through certain technicalities hag hg. 
come ineffective—a system patterned after that in general use fy 
ship canals which had operated successfully over a period of many 
years and which is designed to avoid the very inequalities which the 
Panama Canal is now experiencing; (2) to abolish the unsatisfactory 
unfair, dual system of measurement whereby tolls charges are baggj 
on one tonnage and the limiting factor on another different and sma). 
ler tonnage subject to manipulation; (3) to regain control over th 
tolls ~~ alae and to stop further and apparently endless reduction jy 
tolls paid. 

During the second session of the Seventy-third Congress the re. 
medial legislation desired was passed by the House of Representatives 
but Congress adjourned before the bill was reached on the Senate 
calendar. During the first session of the Seventy-fourth Congres: 
hearings have been held by the House committee on interstate anj 
foreign commerce and joint hearings by the Senate committee 9 
interoceanic canals and a subcommittee of the committee on com. 
merce. The identical bills, Senate bill 2288 arid House bill 5292, have 
been favorably reported to the Senate and to the House but have no 
been brought to a vote. : 

Meanwhile, new ship-building programs are being rapidly pusheg 
to completion, and foreign nations by taking advantage of the pres. 
ent rules are depriving the Panama Canal of income properly earned, 
Any desired change in income should be effected by a change in the 
rate per ton ordered by the President within the limits prescribed py 
Congress, rather than by arbitrary changes in the measurement of 
vessels. It is urgently recommended that the bills to provide for the 
measurement of vessels using the Panama Canal and for other pur. 
poses, now before the Senate and the House, be enacted into law, 


In the twenty-one years the canal had been open to com. 
merce, said Secretary Dern, exclusive of 7,687 transits of vessels 
of the government, transits of large, ocean-going commercial 
vessels had totaled 82,221, of which 36,657 were of American 
registry. Other data set forth follows: 


The number of transits of ocean-going commercial vessels passing 
through the-canal during the year was 5,180, as compared with 5,234 
in 1934, and 4,162 in 1933. There was a slight decrease in the number 
of transits of tolls paying vessels, and also a small decline in the 
amount of revenue received from tolls; there was an increase of ap- 
proximately 2% per cent in the volume of cargo carried through the 
canal during the year. 

The more important trade routes served by the canal, and the 
tons of cargo moving over these routes during the past fiscal year, 
were: Between the Atlantic and Pacific coasts of the United States, 
7,963,410 tons; between the United States and the Far East, including 
the Philippine slands, 3,599,706 tons; between Europe and South Amer- 
ica, 2,945,174 tons; between Europe and Canada, 2,412,390 tons; be- 
tween Europe and the United States, 1,767,972 tons; between the east 
coast of the United States and the west coast of South America, 
1,523,660 tons; between Europe and Australasia, 935,424 tons; between 
the United States and the Hawaiian Islands, 479,054 tons; and between 
the United States and Australasia, 430,044 tons. 

Panama Canal revenues from tolls and from postal and miscella- 
neous receipts, but exclusive of profits derived from business opera- 
tions, totaled for the year $23,420,936; expenses totaled $8,901,430, re- 
sulting in a net income of $14,519,506. From business operations, 
Panama Canal revenues amounted to $15,988,932, as compared with 
expenses of $14,967,716, resulting in a net revenue of $1,021,216. The 
combined net revenues from all Panama Canal operations thus 
amounted to $15,540,722, which is a return to the United States of 
2.86 per cent as interest on its capital investment in the canal and 
its auxiliary works. This net revenue is $2,636,381 less than the pre- 
ceding year, due to a decrease in the amount of tolls collected and 
to increased costs of operation caused principally by the elimination 
of the temporary deductions from salaries and wages under the econ- 
omy act, and to an increased force made necessary by the establish- 
ment of the 40-hour week in a number of the units in the organiza- 
tion. 

Panama Railroad Co. revenues received from the operation of the 
railroad, docks, coaling plants, commissaries, etc., on the Isthmus and 
from the operation of the steamship line running between New York 
and the Isthmus, totaled $12,345,021.27; expenses totaled $11,768,884.02, 
resulting in net revenue of $576,137.25. Adding to this miscellaneous 
profit and loss items resulting from interest exchange, etc., the net 
revenue received from all Panama Railroad Co. activities for the year 
totaled $1,010,157.55. Dividends declared by the railroad for the year 
and credited to the United States amounted to $700,000. 


Governor J. L. Schley, of the Panama Canal, in his report 
to the Secretary of War for the fiscal year ended June 30, 1935, 
also urged enactment of the proposed legislation changing the 
method of computing toll charges at the canal. 

Cargo carried through the canal in the fiscal year amounted 
to 25,309,527 tons, an increase of 2.5 per cent higher than in 
the preceding year, as pointed out by the Secretary of War. 
Governor Schley said this increase was due wholly to gains in 
tonnage moving from the Atlantic to the Pacific, cargo tonnage 
in that direction registering an increase of 22.2 per cent in 
comparison with the preceding year. From the Pacific to the 
Atlantic there occurred a loss in cargo tonnage, the movement 
in this direction decreasing 4.1 per cent. 

Segregating traffic through the canal by nationality of ves 
sels for the fiscal year 1935, the report shows the following: 
United States, 10,825,573 tons of cargo, 42.8 per cent of the 
total cargo of 25,309,527 tons; British, 5,776,021 tons of cargo, 
22.8 per cent of the total; Norwegian, 2,463,675 tons of cargo, 
9.7 per cent of the total; Japanese, 1,446,049 tons of cargo, 5.7 
per cent of the total; German, 1,300,991 tons of cargo, 5.1 per 
cent of the total; Swedish, 782,548 tons of cargo, 3.1 per cent 
of the total; French, 570,034 tons of cargo, 2.3 per cent of the 
total; Danish, 555,981 tons of cargo, 2.2 per cent of the total; 
Danzig, 440,186 tons of cargo, 1.7 per cent of the total; Nether- 
land, 439,168 tons of cargo, 1.7 per cent of the total; Italiat, 
336,196 tons of cargo, 1.3 per cent of the total; all remaining, 
373,105 tons of cargo, 1.6 per cent of the total. 
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FREE STORAGE AT N. Y. PIERS a motorship of 2,685 net tons to U. K.-Continent at 16s for De- — 


cember. 






ton Roads to Rio de Janeiro on the basis of 9s 1%d with option South Africa; Lourenco Marques, Beira, Port Amelia, Mozambique, 


= eng at 10s 114d, for loading the first half of January. Angoche. Quaimene, Ching. and Saban, Fortagnese ast Africa: 
quiry for ; ar-es-Salaam, Zanzibar, Tanga, ndi, ndani, swere, Pangan 
7 tonnage to move coal to West Italy continued and Kilwa, Tanganyika territory; and Mombasa, Malandi and Lamu, 


Transatlantic sugar fixtures included two from Cuba, one kenya Colony, to U. S. Gulf ports. 
) a steamer of 1,411 net to Bordeaux at 19s 6d for December and Agreement No. 4667, between Hamburg-Amerikanische Packetfahrt 


Ntatives 

o Senate The Trafic World New York Bureau A good-sized list of time charters was confined mainly to 
ate Pm The Shipping Board Bureau December 7 concluded its hear- West Indies business, mostly round trips at rates ranging from 
ttee op ing in New York on free storage practices at New York steam- $1.10 to $1.50. In addition, one vessel of 2,875 net tons was 
9 jr ship piers with the taking of testimony from various witnesses chartered for the South American trade for December loading, 
ave pe representing steamship companies, warehousing interests, and but further details were lacking. 

transportation organizations. Scrap iron fixtures included three to the United Kingdom, 
Bean Little opposition to limitation of free storage time de- two to Italy and one to the Far East. The U. K. fixtures were 
earned veloped and the great majority of the witnesses appearing at all vessels of from 2,100 to 2,400 net tons, two of them done 
_in the the concluding days’ sessions either definitely favored the pro- on the basis of 14s f. d. and the other at 13s 9d, for December 
a by posal or saw no objection to reasonable regulation. Some wit- loading. Those to Italy were vessels of about 1,300 net, one 
for the nesses offered objections to the regulation of free storage, on from Boston on gross form and the other from the North At- 
or pur- certain commodities. lantic range, to Genoa, both on the basis of $5.10 for December- 
law, The Port of New York Authority, through W. P. Hedden, January and early January loading, respectively, the latter with 
) com chief of the bureau of commerce, favored regulation of free option for U. K. at 14s 6d. The Far East fixture was a motor- 
essels time, with certain stipulations. Though it saw no objection ship of 2,443 net tons from the South Atlantic range at 13s 6d 
1ercial to federal regulation, it suggested that promulgation and en- f. i. o. for loading the last half of December. : 
erican forcement of the regulation might better be accomplished locally The only tanker fixture of interest was a motorship of 9,000 

in each port. It also stated its belief that conditions at the tons, clean, from Philadelphia to Rio de Janeiro and/or Santos, 

Port of New York required a somewhat greater free time allow- done on the basis of 15s 6d for February. 
assin a : il ‘ 
oat gl sped ‘onl ports. Mr. Hedden cited detailed reasons Trucking to and from Piers 
in the Asserting that warehousemen in New York lost business The decision of the Appellate Division vacating the injunc- 
of ap- because of the practice of allowing unlimited storage on piers, tion issued in the Supreme Court of New York to prevent inter- 
rh the §. J. Steers, of the Warehousemen’s Association of New York, ference with the movement of freight to and from New York 
d the said a survey made by his organization showed sixty-eight piers in trucks operated by non-union drivers, was upheld by 
year, steamship lines, or more than 75 per cent of the total, in favor the Court of Appeals in Albany December 10. The Appellate 
nine of limited free time. Division had found that the alliance between the longshoremen 
\mer- Another organization that went on record as favoring limi- and the truck drivers’ union was not a combination in restraint 
> be- tation was the Associated Transatlantic Freight Conference, of trade and did not interfere with the proper operations of a 
an composed of 44 member lines. James Sinclair, chairman of public utility. No opinion accompanied the decision of the 
ween the rate-making group, said the associated conferences con- Court of Appeals. 

Ween curred with the Port Authority in regard to pier storage and William Gordon Merritt, counsel for the Merchants’ Asso- 
— agreed as to the necessity of special treatment of certain com-_ ciation of New York, the Brooklyn Chamber of Commerce and 
era modities. They did not favor the same free time allowance other organizations which had jointly sought the injunction, 
, Te- at all ports, he added, but favored a maximum to be the same announced immediately following the decision by the Court of 
with at all ports. He suggested that importers have an opportunity Appeals that the case would be taken to the U. S. Supreme 
The to be heard with respect to their views on treatment of certain Court. Labor leaders expressed themselves as gratified by the 
thus commodities. decision of the Court of Appeals. 

= Others who favored a reasonable limitation included J. V. The allied commercial organizations first took the case into 
pre- Lyon, of the Munson Steamship Line; W. H. Dausey, traffic court in October, 1934, following numerous complaints from 
and manager of the Export Steamship Corporation; J. H. Welling, shippers that shipments in non-union operated trucks were in- 
= of the Lloyd Brasileiro; R. E. Corbett, of the Italian Line; S. C. terfered with at the piers. Justice Burt J. Humphrey, in Brook- 
ish- Blackiston, vice president of the Bush Terminal Company; L. B. lyn Supreme Court, issued the injunction restraining the labor 
iza- [i Ilgen, Elder Dempster Lines; W. J. Tracy, Kokusai Line; P. unions and steamship companies from interfering with the move- 
the Boise, Garcia and Diaz; H. R. Warner, New York and Cuba Mail ment of this freight. The Appellate Division subsequently re- 
and Steamship Company; J. G. Keating, Roosevelt Steamship Com- versed the decision, with the result that the longshoremen again 
‘ork pany, and Harry Haas, Wessel, Duval and Company. refused to handle freight moving in non-union trucks. Recently 
om Several witnesses representing Boston port interests as- the Merchants’ Association and other organizations requested 
net serted that the free time now granted at New York had caused Mayor LaGuardia to take action in the situation, which, it was 
ear cargo to be diverted from Boston. They included W. W. McCou- asserted, was giving the Port of New York a bad name and 
wid brey, commercial assistant to the Boston Port Authority; Leo J. diverting commerce to other ports. 

Coughlin, general manager of the Boston Tidewater Terminals, Joseph P. Ryan, president of the International Longshore- 
ort and John W. McNeil, assistant traffic manager of the Army Base men’s Association, announced that the boycott on the Atlantic 
35, Terminal. and Pacific coasts of steamship lines operating out of the Gulf 
he Examiner Lansdale set February 1 as the final date for had been called off as a result of the decision of several lines 
a filing of briefs. to negotiate with the labor union for recognition at Gulf ports. 
in 
r. OCEAN SHIPPING DEVELOPMENTS WATER CARRIER AGREEMENTS 
in The Traffic World New York Bureau - ae ply described = has oll — by _— 
Be Throughout the full cargo trades freight rates remained Se See oe Ce ee ae ae 
: firm last week and tonnage available for December loading was a ovisions of section 15 of the shipping act, 1916, as 
it Scarce, with shippers even willing to pay a premium for it. ‘ Agreements Approved 

— Indies time charters were especially active and the scrap Agreement No. 4312, between Jones Towboat Company and Cal- 
‘ ron trade continued good. mar Steamship Corporation providing for the transportation of cargo 
Se With the closing of navigation at Montreal the only grain under through bills of lading from Longview to U. S. Atlantic Coast 
e — reported was that of a steamer, 3,011 net tons, from por"Agreement No. 4313, between Calmar Steamship Corporation and 
' uebec to London, Hull, Cardiff or Barry, done at 2s 4d with Jones Towboat Company providing for the transportation of cargo 
; option for Birkenhead at 2s 6d, for mid-December loading. — through bills of lading from U. S. Atlantic Coast ports to Long- 
1 TS lager fixtures of coal cargoes developed, among them a Agreement No. 4641, between Seas Shipping Company, Inc. (Robin 
BE ts for December leading anda vessel of 3245 net from Hamp. {assportation ‘of cargo on thraush bile of lading from Cane Town, 
t cember loading and a vessel of 3,245 net from Hamp- [ot 'ilizabeth, East London, Port Natal, and Mossel Bay, Union of 
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Announcing the Si 


THE FREIGHT 


SPECIAL FEATURES 


No efforts have been spared to make THE FREIGHT 
TRAFFIC RED BOOK an authentic treatise. It was com- 
piled and edited with the assistance of many commerce 
attorneys, railroad, steamship, express and industrial traffic 


officials who are authorities in their respective branches of 
the traffic field. 


How many minutes have you lost trying to dig freight traf- 
fic dope from scattered files? 


Many! However... 


The time-saving element is only one feature of the Re- 
vised Edition, which contains over one thousand pages. 


THE FREIGHT TRAFFIC RED BOOK is the Only publication 
which brings to you under one cover a summary of the Eastern, 
Southeastern, Southwestern, Mountain, Pacific and Western Trunk 
Line Decisions on Class and Commodity Rates with ordered Scales 
and Tables. As handy as a dictionary. 


THE FREIGHT TRAFFIC RED BOOK is the Only publication which 
shows how the major Freight Rates, in all territories, are established 
and brings to you under one cover all of the important Laws, Rules, 
Regulations and Practices relative to Freight Transportation. 


THE FREIGHT TRAFFIC RED BOOK is the Only publication 
which shows actual reproductions of all important Shipping Forms. 


2 TIMELY PUBLICATIONS ON MOTOR TRUCK TRANSPORTATION 


THE MOTOR TRUCK RED BOOK FEDERAL MOTOR CARRIER REGULATION 


An Encyclopedia of the Laws, Rules, by McCollester and Clark 
Regulations, Principles and Practices Analysis and Interpretation of the 
of Motor Truck Transportation. Motor Carrier Act, 1935, fully annotated. 


672 Pages—Full Bound—Special Price $5.00 340 Pages—Full Bound—Price $4.00 
SEND FOR DESCRIPTIVE LITERATURE 
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Aktien Gesellschaft (Hamburg-American Line), Norddeutscher Lloyd 
(North German Lloyd) and Dollar Steamship Lines, Inc., Ltd., pro- 
viding for the transportation of cargo under through bills of lading 
from Hamburg and Bremen to Los Angeles Harbor and San Francisco. 

Agreement No. 4691, between American-West African Line, Inc., 
and Southern Pacific Company ‘‘Morgan Line” providing for the trans- 
portation of cargo under through bills of lading from West African 
ports to New Orleans, Galveston and Houston. 

Agreement No. 4717, between Pacific Coast Direct Line, Inc., and 
McCormick Steamship Company, providing for the transportation of 
cargo on through bills of lading from U. S. Atlantic Coast ports to 
certain spectified U. S. Pacific Coast ports. 

Agreement No. 4726, between Bermuda and West Indies Steam- 
ship Company, Ltd., and American-Hawaiian Steamship Company pro- 
viding for the transportation of rum in cases and/or barrels on through 
bill of lading from the Virgin Island to U. S. Pacific Coast ports. 

Agreement No. 2294-C’, between Ellerman & Bucknall Steamship 
Company, Ltd., Andrew Weir & Company and Baltimore & Carolina 
Line, Inc., cancelling agreement numbered 2294, which provides for 
the transportation of cargo under through bills of lading from India, 
Colombo, Port Sudan, Aden and Port Said to Corpus Christi, Beau- 
mont, and Lake Charles. 

Agreement No. 2337-C, between Ellerman & Bucknall Steamship 
Company, Ltd. (American & Manchurian Line), and Baltimore & 
Carolina Line, Inc., cancelling Agreement No. 2337, which provides 
for the transportation of cargo under through bills of lading from 
China, Philippines, Dutch East Indies, Straits, Port Sudan, Aden and 
Port Said to Corpus Christi, Beaumont and Lake Charles. 

Conference Agreement No. 138-9, between Arnold Bernstein Schif- 
fahrtsgesellschaft, m. b. H., Societe Franco-Iberique d’Armenent 
(Franco-Iberian Line), Compania Espanola de Navegacion Maritima, 
S. A., and Compania Transatlantica, modifying agreement of the 
North Atlantic Spanish Conference (Conference Agreement No. 138, 
as amended) by deleting therefrom the requirement that the secretary 
and chairman of the conference must be employes of a member line. 


Agreements Canceled 


Agreement No. 1355, between Nelson Steamship Company and 
Oriole Line providing for the transportation of cargo on through bills 
of lading from Pacific Coast ports to Liverpool, Manchester, Glas- 
gow, Avonmouth, Cardiff, Belfast, Dublin, Londonderry and Cork. 

Agreement No. 1804, as amended, between Elder Dempster Lines, 
Ltd., and Nelson Steamship Company providing for the transporta- 
tion of cocoa beans under through bills of lading from West African 
ports to U. S. Pacific Coast ports. 

Agreement No. 2206, between Edward P. Farley and Morton L. 
Fearey, trustees of Munson Steamship Line and Coast Transportation 
Company, Inc., providing for the through transportation of cargo be- 
tween north Atlantic and Gulf ports. 

Agreement No. 2323, between Edward P. Farley and Morton L. 
Fearey, trustees of Munson Steamship Line and Tri-State Steamship 
Co., Ine., providing for the through transportation of cargo between 
North Atlantic and Gulf ports. 


IMPROVEMENT OF WATERWAYS 


Allotments totaling $96,935,033 for river and harbor and 
flood control improvements from emergency relief appropria- 
tions were received by the War Department in the fiscal year 
ended June 30, 1935, for application on 39 projects, making a 
total of $347,590,786 to be applied on 127 projects received from 
those sources, according to the annual report of George H. Dern, 
Secretary of War, to the President. 

“The total expenditures during the fiscal year on all civil 
works of the Corps of Engineers, including both those under the 
public works program and those under the appropriations made 
by Congress for the normal activities of the department, 
amounted to $201,240,177,” said Secretary Dern. “These ex- 
penditures provided direct employment for 79,500 persons.” 

The emergency relief appropriation act of 1935 provided 
additional funds of $108,986,500 to be applied on river and har- 
bor projects, including flood control, according to the report. 

The War Department, as a result of comprehensive surveys 
of major streams, has prepared studies and reports setting up 
some 1,600 improvement projects at an estimated construction 
cost of eight billion dollars, and has made a careful selection 
of 280 economically justifiable flood-control projects at an esti- 
mated cost of $397,000,000, according to the report. These 
projects, says Secretary Dern, are regarded as eligible for in- 
clusion in the relief program, subject to certain requirements 
being met in connection therewith. Referring particularly to 
the inland waterway program, Secretary Dern said: 


In my annual report for last year I outlined the comprehensive 
plan for improving our inland waterways, in order to bring to the 
interior of the continent the benefit of cheap water transportation. 
The program contemplates providing (1) a 9-foot channel on the 
Mississippi River for modern barge transportation from its mouth to 
St. Paul and Minneapolis; (2) an 8- to 9-foot channel on the Missouri 
River from its mouth to Sioux City, Ia.; (3) a 9-foot channel in 
the Illinois Waterway forming a part of the Lakes-to-the-Gulf 
Waterway; (4) the improvement of the Great Lakes-St. Lawrence 
Seaway to bring ocean-going ships to Great Lakes ports. 

Construction of the Great Lakes-St. Lawrence Seaway is contin- 
gent upon ratification by the United States and Canada of a nego- 
tiated treaty authorizing the project. The United States Senate has 
declined to ratify the treaty, and Canada has not considered it, hence 
the St. Lawrence project has not been started. The other three items 
in the foregoing program are under way. 

The project for the Mississippi River is now approximately 50 
per cent completed. Jn addition. an allotment of $25,000,000 from 
the emergency relief appropriation provides for the construction 
of 5 additional locks and 4 additional dams, leaving 1 lock and 10 
dams yet to be undertaken. 

An allotment of $10,000,000 will practically complete the channel 
of the Missouri River to Omaha, Neb. Additional funds could be 
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utilized to advantage to insure completion to Sioux City by «, 
time the Fort Peck Reservoir is ready for use. The channel] in. 
provement and the reservoir are parts of the same navigatig, 
project, and obviously they should be finished simultaneously, 
This improvement, while primarily for navigation, will materially 
aid in flood control on the Missouri River, stabilizing its course anj 
preventing the erosion of valuable, fertile bottom lands. The specigj 
types of regulating works which have been devised and develo 
are peculiarly adapted to the characteristics of the Missouri, ang 
their magnitude and extent mark this improvement as one of the 


, outstanding river engineering undertakings in the world. 


Work on Fort Peck Dam has progressed at a remarkable rat, 
and at the present time is 50 per cent completed. The first fung 
for this project were received on October 31, 1933, and on the sam 
day 341 men were put to work. Within less than 2 years a com. 
plete town has been built for the accommodation of 4,000 employes: 
14 miles of railroad and a bridge across the Missouri River hay 
been installed; a 183-mile power transmission line has been cop. 
structed; four 26-foot diversion tunnels, except linings, are prap. 
tically completed; a steel sheet pile cut-off wall across the dam sgitp 
has been driven; and more than 7,000,000 cubic yards of materia) 
have been placed into the body of the dam. The expenditures t 
August 1, 1935, have been over $33,000,000. ; : 

The decision of the Supreme Court limiting the diversion of wate; 
from the Great Lakes has made it essential that the existing locks 
and dams on the Illinois River be replaced by two new locks an 
dams to insure a dependable channel. I urgently recommend that 
funds be made available for this purpose at an early date, since 
otherwise the reduced diversion will materially hamper navigation 
on this connecting waterway between the Great Lakes and the Gulf 
of Mexico. 

An allotment of $51,000 for repairing jetties and bulkheads 
at St. Andrews Bay, Fla., has been announced by the War De 


partment. 


SHIPPING BUREAU CASES 


The Shipping Board Bureau has docketed another complaint 
seeking reparation on account of imposition of assembling and 
distributing charges on intercoastal shipments in No. 337, S. H. 
Kress & Co. vs. American Steamship Corporation et al. 

In No. 338, Ames Harris Neville Co. et al. vs. American. 
Hawaiian Steamship Co., the complainant attacks rates on cot- 
ton piece goods and cotton fabric products from Baltimore, 
Boston, Charleston, New York, Norfolk, Philadelphia, Savannah, 
Mobile and New Orleans to Los Angeles Harbor, Oakland and 
San Francisco, Calif., and Portland, Ore., and Seattle, Wash. 
A cease and desist order and new rates are asked. 


LUMBER RATE RULE PROTESTED 


The American-Hawaiian, Luckenbach, McCormick, Pacific 
Atlantic, State, Sudden & Christenson and Williams steamship 
lines have asked the Shipping Board Bureau of the Department 
of Commerce to suspend Rule 24 in Calmar Steamship Corpora- 
tion lumber tariff S. B.-1 No. 7. It is a rule for making deduc- 
tions from the basic rate, called “berth quantity allowance,” 
when 1,000,000 feet, net board measurement, or more, of lumber 
or other commodities specified in the basic rate section of the 
tariff, is supplied to, and taken from, the vessel, as provided in 
Rule 20 of the tariff in question and the total quantity in the 
shipment when divided by the combined total number of berths 
required for loading and discharging equals or exceeds 500,000 
feet. ; 

The rule is indefinite, complex and not understandable, 
asserts Frank Lyon, attorney for the protestants. Instead of one 
rate on lumber, under this rule, he declares there are potential 
rates equal to 44x 100,000 multiplied by the unknown number of 
berths involved. The system of rates evolved from the applica 
tion of this rule, he further declares, would play directly into 
the hands of large shippers. No brain could devise a scheme to 
further monopoly more successfully than the brain which evolved 
Rule 24, is a further declaration. Application of the rule, it is 
asserted, will produce no new business but only a reduction in 
gross revenue. It would open the way, he says, for rebates 
because it could not be policed. No jury, he declares, could con- 
vict were prosecution started because there would be no way of 
determining beyond question the rate that was lawfully in effect 
at the time the shipment moved. 

Answering the protest and request for suspension of Rule 
24, H. W. Warley, vice-president of the Calmar Line, in 4 
telegram to H. S. Brown, chief of the Shipping Board Bureau's 
division of regulation, said that justification for publication 
of the rule was necessity of meeting competitive conditions 
on part of contract carriers and also of complaining lines 
who had by their competitive practices defeated the purpose 
of present Rule 24. He said it was further justified as 
conserving revenue to the lines through improvement of load- 
ing and discharging conditions and reducing number of berts. 
He said the rule had wide application to both large and 
small shippers and allowance to all shippers was in direct pro 
portion to the saving to the carrier. He said that based on condi- 
tions that obtained in the trade average allowance would work 
out at a reasonably low figure representing substantial savings to 
carriers through better working conditions. 

“We therefore urge you not to suspend the rule on the ul 
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warranted, unsupported and selfish claims of the complaining 
lines Who are always free to adopt same or similar rule,” said Mr. 
Stsins the Shipping Board Bureau to suspend Rule 24 in 
the Calmer Steamship Line tariff, the Weyerhaeuser Steamship 
Co. asserts that the rule declares that in quantities of 5,000,000 
feet of lumber from one port of origin to one port of destination 
the rule would have the effect of breaking down the basic rate 
from $12 a thousand feet to slightly in excess of $9 a thousand 


feet. 


VALUE OF TRADE AGREEMENTS 


Progress in the United States cannot be brought about by 
a policy intended to bring about immediate benefits in prosperity 
if that policy operates to obstruct the international exchange 
of goods, said Harry Tipper, executive vice-president, American 
Manufacturers’ Association, in an address before the Traffic 
Club of Baltimore, December 3. Every operating program must 
be measured by fundamentals as well as by its immediate bene- 
fits or the danger will be that those benefits will be lost and 
actual future harm suffered, he said, preliminary to an exam- 
ination of the probable effects of the government’s policies with 
reference to trade agreements. 

The object of the program, he said, was to facilitate for- 
eign commerce by agreements with other governments on 
mutual concessions. This, he added, would tend to increase the 
total exchange of goods “as well as the velocity, variety and 
speed of the exchange.” He added that the policy, if carried 
out to any extent, would stabilize the conditions involved in 
the exchange of goods and thus reduce the time and effort in- 
volved. 

“The trade agreements program,” he added, “agrees quite 
definitely with the fundamental requirements on which future 
advances in wealth and the standards of living and prosperity 
can be based.” 

Proof of the value of the program, he said, was the fact 
that, with several agreements already in operation, the value 
of United States exports has increased materially. “In some 
lines of business the increase has been extraordinary and of 
great value to employment in this country,” he added. 


THE GOVERNMENT BARGE LINE 


Federal regulation to curb cutthroat competition and to pro- 
mote the public benefit by means of a “live and let live” policy 
would appear to be desirable in the transportation field, Secre- 
tary of War Dern, governor of the Inland Waterways Corpora- 
tion, says in his annual report to President Roosevelt. 

In view of developments in the transportation world, Secre- 
tary Dern believes that Congress should restate its policy, now 
stated in section 500, of the transportation act, with respect to 
rail and water transportation being promoted and preserved, with 
specific reference to rail, water, motor, air and pipe-line transpor- 
tation. 

“All forms of transportation should be encouraged and 
developed, with the primary view of rendering public service 
at reasonably compensatory rates,” said he. “At present some 
of these forms of transportation are destructively competitive, 
rather than cooperative.” 

In “the recent depression,” said Mr. Dern, the barge line 
corporation, in common with other transportation agencies, suf- 
fered considerable loss, due to a reduction in tonnage carried, 
and to obsolescence of equipment. 

“With a view to eliminating or reducing such losses, I gave 
a great deal of personal attention to the affairs of the corpora- 
tion during the past fiscal year,” said he, adding he had brought 
about a reorganization with a view to reducing overhead, in- 
creasing traffic, and increasing the revenue a ton mile. Continu- 
ing, he said: 


It is with considerable satisfaction that I note that progress has 
been made toward these objectives. The annual budget of the cor- 
poration was reduced by approximately half a million dollars and at 
the same time an increase in freight volume and in net earnings was 
effected. While in the calendar year 1934 the corporation had an op- 
erating deficit of $896,958.67, of which $625,998.78 was depreciation, 
the balance, $270,969.89, being charged against its reserve fund, there 
accrued from January 1 to June 30, 1935, a net increase in the reserve 
fund of the corporation of $475,110. The reserve fund on June 30 to- 
taled $2,886,143, By September 20, 1935, this fund had grown to $3,- 
314,317, which indicates, all things considered, a healthy business 
condition, * * * 

The operations of the corporation are dependent to a considerable 
ent on the navigability of the streams on which its vessels ply. 

he river improvements which have recently been made on the Mis- 
sissippi and the Missouri have been of distinct advantage to the cor- 
poration as well as to the operators of private craft. The completion 
of a dependable channel made it possible last June to extend the op- 
gations on the Missouri River from St. Louis to Kansas City. Since 
t at time regular and dependable service on this section of the Mis- 
— River has been maintained by the corporation. I am confident 

at this service will redound to the great advantage of producers 
and shippers in the Missouri Valley. 
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The river improvement work now being rapidly advanced on the 
upper Mississippi and on the Missouri will make possible the further 
extension of the service of the corporation. I am firmly of the opinion 
that the navigation improvements now being made will result in a 
notable increase in the utilization of our island waterway facilities, 
a long neglected natural resource, thus bringing the advantage of 
cheaper transportation to the vast interior of our continent, from the 
Rockies to the Appalachians, and from the Lakes to the Gulf. This 
should serve to bring industry to the midst of agriculture, where 
availability of raw materials combined with dependable water trans- 
portation should enhance substantially the prosperity of this region. 
Industrial development and agricultural prosperity are alike dependent 
upon ready accessibility to markets through cheap transportation. 
Modern barges and towboats of large capacity are again demonstrating 
the inherent economy of water haulage. Barge traffic, being limited 
to the streams, competes with railroads to only a limited extent, and 
the two might well supplement each other. 


HARBOR FEES UPHELD 


Imposition of “harbor fees” on vessels by authority of a state 
to defray expenses of policing harbors is not prohibited by the 
Constitution which provides in Article I, section 10, clause 3, 
that “no state shall, without the consent of Congress, lay any 
duty of tonnage,” according to a decision of the Supreme Court of 
the United States handed down December 9 by Justice Stone, in 
No. 43, Clyde Mallory Lines, appellant, vs. The State of Alabama, 
ex rel. State Docks Commission, on appeal from the Supreme 
Court of Alabama. The decision of the lower court was affirmed. 

The Alabama court affirmed a judgment of the Circuit Court 
of Mobile County for recovery of “harbor fees” from appellant. 
The State Docks Commission had established a schedule of “har- 
bor fees’ for mooring and shifting vessels in Mobile harbor, 
and for all vessels of specified classes entering the harbor, includ- 
ing a fee of $7.50 for vessels “500 tons and over.” 

Appellant attacked the fee of $7.50 as in violation of the 
Constitution both as to it being a duty on tonnage and as to it 
being a burden on interstate commerce forbidden by the com- 
merce clause, 

“The Supreme Court of Alabama,” said Justice Stone, ‘found 
that the contested fee was a charge made for the policing of 
the harbor under the rules adopted by the appellee to insure the 
safety of vessels and the dispatch of shipping within the port, 
by regulating the speed of vessels, their movement and anchor- 
age, and by providing for their protection from danger of fire 
occasioned by the uncontrolled discharge of oil into the harbor.” 

Justice Stone said the record amply supported this conclu- 
sion. He said appellee’s resolution adopting the harbor fees 
declared that they were “for the purpose of meeting the expense 
attendant upon the supervision of the port and the execution of 
the regulations and providing for the proper accommodation of 
vessels at this port.” He said the rules were plainly devised to 
insure the safety of vessels and to facilitate their use of the 
harbor. 

“The $7.50 fee is conceded not to be charge for the use of 
the state docks or for mooring and shifting vessels, for which 
specific charges are levied,” said Justice Stone. “It is the only 
fee attributable to the general service rendered by the commis- 
sion in securing the benefits and protection of the rules to ship- 
ping in the harbor. We accept the conclusion of the state court 
that it is charged for a policing service rendered by the state in 
the aid of the safe and efficient use of its port, and we address 
ourselves to the question whether such a fee is forbidden by the 
Constitution either because it is a ‘duty of tonnage’ or an unwar- 
ranted burden on interstate commerce.” 

Justice Stone said at the time of the adoption of the Constitu- 
tion “tonnage” was a well understood commercial term signifying 
in America the internal cubic capacity of a vessel, and that 
duties of tonnage and duties on imports were known to commerce 
as levies on the privilege of access by vessels or goods to the 
ports or to the territorial limits of a state and were distinct from 
fees or charges by authority of a state for services facilitating 
commerce, such as piloting, towage, charges for loading and un- 
loading cargoes, wharfage, storage and the like. 

“We conclude,” said he, “that a reasonable charge for a 
service such as the present is neither within the historic meaning 
of the phrase, ‘duty of tonnage,’ nor the purpose of the constitu- 
tional prohibition.” 

The court said further that the present fee to defray the 
cost of a purely local regulation of harbor traffic was not an 
objectionable burden on interstate commerce. 





EASTMAN ON :PORT CHARGES 


In the réport of the address of Coordinator Eastman before 
the Association of Port Authorities, Nov. 11, at Houston, Tex. 
(see Traffic World, Nov. 16, p. 851), a paragraph from a copy 
of the address as made public at the Coordinator’s office at the 
time had the Coordinator proposing: “3. That after a vessel 
has completed discharging inward cargo, a charge of % cent per 
100 pounds shall be assessed for each 24-hour period or fraction 
thereof the bessel is berthed, until it commences to lift outward 
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cargo.” The “per 100 pounds” in the quoted matter should 
have been “per gfoss registered ton” of vessel, according to the 
Coordinator’s office, which said that a clerical error had been 
made in the mimeographed copy of the address. 


EXPORT BILLS OF LADING 


With a view to having an official file'on the subject in the 
Shipping Board Bureau of the Department of Commerce, Secre-* 
tary Roper has issued an order directing that a file be main- 
tained in the division of regulations of that bureau of all port 
bill of lading forms of common carriers by water in foreign 
commerce which are filed pursuant to clause 14 of part II of 
the uniform through export bill of lading form prescribed by 
the Interstate Commerce Commission. 

In a notice to the common carriers by water engaged in 
the foreign commerce in the United States, H. S. Brown, chief 
of the division of regulation, said the water carriers were not 
required, by this order, to file their port bill of lading forms. 
However, he said, if a carrier files its port bill of lading forms 
for the purpose of obtaining the protection of clause 14 of part 
II of the uniform through export bill of lading it had to observe 
the rules set forth in Secretary Roper’s: order directing the 
establishment and maintenance of the official file on and after 
January 1. 

The secretary’s order said that any common carrier of prop- 
erty by water from any port in the United States to a foreign 
country desiring to have on file its port bill of lading form or 
forms pursuant to clause 14 of part II of the uniform through ex- 
port bill of lading form prescribed by the Interstate Commerce 
Commission, should file with the division of regulation a certified 
copy and thirty additional copies of each of the regular port 
bill of lading forms used by it, which certification should specify 
the trade or trades in which each such form was used. The 
order says that any common carrier may change any of its 
bill of lading forms so on file by similarly filing with the divi- 
sion a copy of the form as changed with appropriate certifi- 
cation, together with thirty additional copies, provided, that 
the changed form so filed shall not become effective with respect 
to shipments moving under the uniform through export bill of 
lading form until 90 days after such filing, unless, on application 
of the carrier, a shorter period is authorized. 


EXPORT RATES VIA NEW ORLEANS 


The Board of Commissioners of the Port of New Orleans is 
circulating a leaflet suggesting to exporters that they oppose 
efforts of eastern rail lines to force, as its members say, export 
and import traffic to and from Central Freight Association Ter- 
ritory through north Atlantic ports, particularly New York. It 
is signed by Rene A. Stiegler, executive general agent of the 
board. 

Proposals of the eastern rail lines to increase rates on ex- 
port freight from C. F. A. territory via New Orleans and other 
southern ports, the leaflet contends, are intended to force the 
traffic through New York by bringing rates to the southern ports 
to the so-called Oliphant basis, which the railroads claim was 
approved by the Commission in its decision in I. and S. No. 3718, 
export and import rates via southern ports. Among the pro- 
posals to increase rates via the southern ports is one to bring 
the rates on unboxed automobiles from Detroit and other points 
in C. F. A. territory to the basis mentioned. It is involved in 
I. and S. No. 4122, pending. 

New Orleans treats the proposal of the eastern railroads 
as an effort to force traffic from the Mississippi Valley through 
the northern ports by increasing the rates to the southern ports. 
The leaflet calls attention to an alleged congestion in New 
York of unboxed automobiles seeking transportation to South 
Africa to make the point that the eastern railroads are deter- 
mined on their course even if congestion results. 

“Today there is a crisis facing the shippers in C. F. A. 
territory as a result of the decision of the Interstate Commerce 
Commission in I. and S. No. 3718,” says the New Orleans paper. 
“This case was decided at a time when section 3 of the act 
to regulate commerce was inoperative on export and import 
traffic and therefore the phase of discrimination between ports 
was not given any consideration by the Interstate Commerce 
Commission. The eastern rail lines have taken advantage of 
this decision and are now attempting to force all export and 
import business to and from C. F. A. territory through the 
north Atlantic ports, particularly through New York, by in- 
creasing the rates to the Gulf.” 

After pointing out that since that decision Congress has 
amended section 3 so as to make ports “localities,” the New 
Orleans body says “we feel confident that with the active sup- 
port and aid: of the interior shippers we will be able to get 
the Commission to review and reconsider its report and de- 
cision in this investigation and suspension proceeding.” 
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Every obstacle that is placed in the way of the manufaMilMpetween 
turer or shipper who uses the Gulf ports in the MississjpjMiMing for ¥ 
Valley, says the leaflet, “means the elimination of the adya, struction 
tages of the Mississippi Valley and reducing its desirability tM, bid of 
industry. pry Dock 

“The Mississippi Valley has already lost many of its jp 
dustries to the Atlantic seaboard,” continues the leaflet. 
is time to call a halt on such migration of industry and proteg In ¢ 
the interests of the Mississippi Valley as a location for jp. : 1 
dustries.” ontDe Oe 

New Orleans suggests that the European situation may Cas? | 
bring about another hysteria for ocean space such as there wa = tic 
in the world war period, with resulting congestion at New Yor _— 
It asks, “why should the interior shipper be penalized simply tj 
subsidize the north Atlantic ports?” 

Se In } 
RAIL-BARGE RATES carriers 

Most of the witnesses at the closing sessions of the (hj. oor t 
cago hearing in docket 26712, rail and barge joint rates, before He ¥.. 2 
Examiner Howell, which ended December 7, were representa. La bef 
tives of industry who asked for a continuance of the present ‘ 
rail-barge rates. Some of them asked for an extension of such 
adjustments into parts of the country where they did not apply, NE\ 
These witnesses were placed on the stand by C. E. Childe, coup. 
sel for the Mississippi Valley Association. 

Robert I. Randolph, Chicago, president of the association, Aft 
said he was not in favor of the government running any busi. ber 11, 
ness in competition with private interests. He said he favored to mak 
turning over the barge lines to private operators when “cer. tariffs 
tain conditions have been met.’ By those conditions, he ex. carrier 
plained, he meant the development of a full line of joint rail. appoin 
barge rates. In response to a query, in which it was pointed out “town 
that Coordinator Eastman had said that there was an “adequate” bers 0} 
system of such rates in effect, Mr. Randolph said he disagreed be set 
with the coordinator. man, | 

The general tenor of the testimony of the industrial wit- Griffit! 
nesses was that rail-barge rates were necessary in order to per Tl 
mit business competition in certain territories—generally the to joir 
southwest—with producers and shippers along the Atlantic sea. a join 
board who had the benefit of ocean-rail rates. The barge line ship 1 
was called the “equalizer” that had brought back into the Missis- pers ¢ 
sippi Valley the opportunity to bid for business lost to the confe! 
eastern producers and, subsequently to the opening of the Cc. H. 
Panama Canal, to west coast producers also. replie 

A. H. Schwietert, acting director of traffic, Chicago Association lines 
of Commerce, said the situation had been aggravated by the of th 
Commission’s decisions in the Consolidated Southwestern cases. for a 
He said, speaking for Chicago industry generally, that what was geste 
wanted was a line of rail-barge rates that would reflect the 
economies of the all-water route southward, including the [Illinois itiand 
waterway, with only the inbound movement at southern ter- 
minals figured in as rail movement. 

REVENUE TRAFFIC STATISTICS 

In a compilation of revenue traffic statisfics of class I steam 
railways made by the Commission’s Bureau of Statistics for on 
September and for the nine months ended with September, the 
revenue ton-mile in September is shown as 9.83 mills as com- 
pared with 9.43 mills in September, 1934; the freight revenue 
as $249,699,715 as compared with $220,298,424; and the revenue 
tcns carried, 128,946,000 as compared with 113,083,000 in Sep- 
tember, 1934. 

In the nine months ended with September the ton-mile rev- truc 
enue was 9.87 mills as compared with 9.83 mills in the corre Bur 
sponding period of 1934; the freight revenue $2,020,756,128 as to § 
compared with $1,985,183,602 in the corresponding period of tele 
1934, and the revenue tons carried 1,034,375,000 as compared with the 
1,020,696,000 in the corresponding period of 1934. ical 

The revenue passenger mile in September was 1.86 cents sen 
as compared with 1.80 cents in September, 1934; the passenger tru 
revenue was $30,784,729 as compared with $30,575,803, and the res 
revenue passengers carried were 37,529,000 as compared with req 
37,723,000. bei 

The revenue passenger mile in the nine-month period ended 
with September was 1.93 cents as compared with 1.92 cents in ins 
the corresponding period of 1934; the passenger revenue was De 
$266,665,223 as compared with $260,481,361, and the revenue to 
passengers carried numbered 331,981,000 as compared with thi 
337,861,000 in the corresponding period of 1934. bil 

a ca 
U. S. LINES’ VESSEL Inf 

Secretary Roper, of the Department of Commerce, indicated 
December 11 he expected action with respect to awarding of 4 she 
contract for the construction of a new ship for the United States A 
Lines by December 16, the date previously fixed by him for the po 


awarding of the contract for the ship under the agreement 







necember 14, 1935 







netween the steamship company and the department provid- 
ing for withdrawal from service of the Leviathan and the con- 
struction of a new ship. The United States Lines has received 
a bid of $11,600,000 from the Newport News Shipbuilding & 
Dry Dock Company for construction of a cabin liner. 
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of its ; ee 
nflet, U. S. INTERCOASTAL TRAFFIC 

“| Pe In October, according to the Panama Canal Record, 56 

or ships carrying 214,065 tons of cargo passed through the Panama 

i Canal from the Atlantic to the Pacific, and 63 ships carrying 

“am ~ 493,232 tons passed through the canal from the Pacific to the 
ew You Atlantic, in the United States intercoastal trade. 

simply ty INTERCOASTAL CARRIER HEARINGS 

In No. 322, segregation practices and charge of intercoastal 

carriers, the hearings scheduled for December 16, at New York, 

N. Y.,, and January 6, 1936, at New Orleans, La., have been post- 

the Chi oned to February 17, in Room No. 823, 45 Broadway, New York, 


s» befor My, and February 24, in the St. Charles Hotel, New Orleans, 
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intercoastal carriers would hold a general meeting in Seattle 
January 13 to discuss the proposed rate changes and other 
problems. 

W. H. Connell, chairman of the rate committee of the con- 
ference, reported on the subject of automobiles for export via 
Pacific coast ports. New York had enjoyed a differential under 
San Francisco in rates on automobiles for export from Detroit 
that tended to equalize the advantage possessed by San Fran- 
cisco on the ocean rate to the Dutch East Indies, under a reduc- 
tion in the New York rail rate effective November 1, he said. 
This differential was further increased November 8 when the 
rail rate from Detroit to San Francisco was increased, but it 
is now proposed by the transcontinental lines so to readjust 
the rate as to enable the Pacific coast ports to regain the ad- 
vantage which they had held prior to November 1. Mr. Con- 
nell’s recommendation that the conference take such action as 
would conserve to New York equality with San Francisco in 
the event such efforts were made by the transcontinental lines 
was adopted. 

Mr. Connell also submitted a report describing the action 
of the Commission in approving the “sailing day plan” under 
which rates on citrus fruit in carloads from Florida to Northern 
points were allowed to be reduced without observance of the 
long and short haul provision of the interstate commerce act. 

W. H. Brusche reported the action of the Court of Appeals 
in Albany in upholding the Appellate Division in its reversal 
of the Supreme Court decision on the pier trucking case. He 
said the next move in the case had not been decided and that 
counsel for the commercial groups was considering whether 
to appeal the case to the United States Supreme Court or to 


Progress reports were submitted by R. A. Cooke on the 
subjects of collection and delivery service and rates and on the 
recent hearing before the Foreign Trade Zones Board in New 
York on New York City’s application for a foreign trade zone, 
at which the conference went on record as favoring such a zone 
without reference as to its location. 

Mr. Cooke’s committee was directed to watch the situation 
as to the possibility that the railroads might be compelled to 
enforce the handling charge on export freight moving on through 
rates via rail and water, which the conference had previously 
Cordinator Eastman was quoted as saying that the 
rail carriers, which have not shown themselves favorable to 
enforcing the charge, might be compelled to do so. Mr. Cooke 
cited the handling charge as revenue-producing and of a type 


H. K. Faye reported on the new form of freight bill used 
by the Pennsylvania Railroad, which he said he understood the 
railroad had found unsatisfactory and had withdrawn. 
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With respect to rates and tariffs carrying them, the national 
rates and tariffs committee of the A. T. A., according to an 
announcement of the American Trucking Associations, Inc., is 
moving toward the prevention of the filing of tariffs by rate 
bureaus that would show overlapping of territories. Repre- 
sentatives of the association and of tariff bureaus, according to 
the announcement, have agreed on four points. They are: That 
territories covered by bureaus should not overlap; that reciproc- 
ity should be established in membership; that interterritorial 
rates should be handled jointly by the two or more bureaus in- 
volved; and that a national coordinating committee should be 
set up to work out plans for reciprocity and so forth. 

In the matter of rates, classification and bill of lading ques- 
tions conferences are being held with Walter Hayes, chief of the 
traffic section of the Bureau of Motor Carriers, and his assist- 


Conferences are also being held in respect of safety regu- 
lations to be prescribed by the Commission, by representatives 
of the American Trucking Associations, Inc., and H. H. Kelly, 
chief of the safety section of the Bureau of Motor Carriers. He 
expects to submit recommendations to the Commission on that 


EASTERN-CENTRAL TRUCK CARRIERS 
Motor Carriers’ Association, long 


ge. La., before Examiner L, C. Nelson, of the Shipping Board Bureau. 
sent 
of such 
* aon. NEW YORK SHIPPERS’ CONFERENCE 
: ” The Trafic World New York Bureau 
>Ciation, After protracted discussion at its monthly meeting Decem- 
NY busi. ber 11, the Shippers’ Conference of Greater New York decided 
favored to make a survey of the opinion of shippers on motor truck 
on “cer. tariffs in order to bring these views to the attention of the motor 
| he ex. carriers before the tariffs are filed. A committee of five was take some other course. 
nt rail- appointed to draft a list of ten questions for discussion at a 
ited out “town meeting,” open to all interested shippers, whether mem- 
equate” bers of the conference or not. The date for this meeting is to 
agreed be set by the committee, which consists of A. C. Welsh, chair- 
, man, M. P. Bauman, R. A. Cooke, W. H. Connell, and G. O. 
al wit 9 Griffith. 
to per- The conference also delegated its intercoastal committee 
lly the to join with a committee of the Chain Store League in forming 
ic sea. a joint committee to meet with a group of intercoastal steam- 
3e line ship line representatives to discuss the question of giving ship- 
Missis- pers a voice in the proposed changes in intercoastal rates. The opposed. 
to the conference intercoastal committee is composed of C. M. Smith, 
f the Cc. H. Callaghan, and G. O. Griffith. Mr. Smith reported that 
ve replies from letters he had written to the individual intercoastal 
‘lation lines revealed that all of them were favorable to a discussion not justified. 
'y the of the matter with a view to working out some practicable plan 
Cases. for allowing shippers to present their viewpoints on the sug- 
: = gested rate changes. The conference was informed that the 
llinoigs 
1 ter- 
Motor Vehicle 
steam 
s for 
*, the 
com- 
enue MOTOR TRUCK REGULATION 
= The Traffic World Washington Bureau 
Intensive work is being done by representatives of the 
rev- trucking industry and members of the staff of the Commission’s 
orre- Bureau of Motor Carriers with a view to enabling the truckers 
3 as to get their tariff publications ready for filing next month. By 
1 of telephone and by personal interviews between the members of 
with the Commission’s staff and members of committees of the Amer- 
ican Trucking Associations, Inc., ideas of the truckmen repre- 
ents sented in the A. T. A. concerning the freight classification for 
ger trucks and the bill of lading for trucks are being clarified. Rep- 
the resentatives of insurance companies intending to write policies 
vith required by the motor carrier law are giving advice to mem- 
po bers of the A. T. A. bill of lading committee. ants 
} rs _ The A. T. A. bill of lading committee and representatives of ; 
os Insurance companies are expected to meet in New York about 
1ue December 16 to go over the document the truck industry expects 
ith to file with the Commission in compliance with that part of 
Sm gf ag the carrier to give the shipper a receipt or 
ii of lading for the goods the shipper is entrusting to the = 
Carrier. Insurance companies are interested in the bill of lad- subject about January 1. 
ing for the reason that a good many truck operators are ex- 
ed pected to take out policies to safeguard them in meeting the 
a liability imposed on them by the rule of the law that a car- The Eastern-Central 


es rier must insure delivery of the goods given to him for carriage. 
he A draft of the bill, it is believed, will be ready for submission 
nt at the New York meeting. 


planned by a group of motor carriers operating in the eastern 
and middle western parts of the United States, has perfected 
its organization. This group of operators has established head- 











PAGE 1038 


quarters at 165 Broadway, New York, N. Y., and has engaged 
James H. Noble to act as executive secretary of the association 
and also as publishing agent. Work is said to be steadily pro- 
gressing in the compiling of tariffs and operating rules which 
will be filed for its membership as an agency tariff or tariffs, 
looking toward the standardization of practice for motor truck 
operation in the territory defined by its descriptive name. 


Dockets and hearing and disposition notices 
of motor truck rate committees, when and if set 
up, will be published in The Traffic Bulletin and 
the Daily Traffic World and Traffic Bulletin, if de- 
sired, under the same arrangement made with the 
railroads for similar publication—namely, a share- 
the-cost plan. Figures will be given on request. 

The Traffic World does not intend to publish 
the thousands of applications for permission to 
operate under the motor carrier act, but will, 
through its Special Service Department, Earle 
Building, Washington, D. C., furnish such service, 
in whole or in part, at a reasonable charge, to any 
who desire it. 

Though motor carrier news is segregated, as 
far as possible, in The Traffic World under the 
heading, “Motor Vehicle Transportation,” there is 
generally much matter pertaining to the subject 
that cannot be so segregated, and one interested 
especially in motor carrier news should at least 
glance through the other pages of the magazine. 


TRUCK CLASSIFICATION 


Truckmen who have been working since November 30 on 
the preparation of a truck freight classification to be filed with 
the Commission, have agreed that the classification shall be 
published in two volumes. One volume will contain only less- 
than-truckload ratings, while the second will provide ratings for 
what are called volume shipments. 

In announcing the agreement of the fifty representatives of 
the industry who have been working on the classification, the 
American Trucking Associations, Inc., through C. F. Jackson, 
assistant general manager, said: 

“There will be no material changes in the classification 
ratings now being generally used by the industry. 

“The publication containing ratings for less-truckload traffic 
will provide: In the eastern territory (commonly known as 
Official) classes 1-2-3 and 4 with an additional provision for the 
class heretofore called R26; in the southern territory classes 
1-2-3-4-5 and 6; and in western territory classes 1-2-3 and 4. 

“The edition containing volume ratings will list quantity 
weights to coincide with those provided in the classification 
now most universally used, and will show the same ratings for 
the classes listed above, plus: In the eastern territory, classes 
5 and 6; in the southern territory, class 7; in the western terri- 
tory, classes 45 and 5. 

“These will serve as minimum classes for the respective 
publications and will constitute all of the classes to be shown 
so that the relatively few present ratings not coinciding with 
these classes will be adjusted upward to the next class desig- 
nated. 

“The classification rules are being revised to conform to 
the needs and advantages of the industry and, of course, descrip- 
tions of commodity items are being simplified wherever pos- 
sible. However, present ratings are being preserved, except 
for the minor adjustments incident to designation of the major 
classes described above. 

“A method has been provided for publishing in the L. T. L. 
classification only one rating column, but with appropriate desig- 
nations to reflect any variations in ratings as among the dif- 
ferent classification territories. 


“The decision to publish the classifications in two separate 
books was reached after extensive discussions made it apparent 
that in certain areas the carriers would not want to distribute 
an L. T. L. publication containing ratings and minimum weights 
that might be appropriate for other areas. It was agreed that 
arrangements should be made so the industry need not adopt 
foreign issues or compile many separate publications. There was 
a strong demand for a separate classification listing volume-rat- 
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ings which 


relation to presently established minimum weights and ratings 
“Due to the variances in maximum loads permitted unde 
certain state laws, it was found impossible at this time to esta), 
lish any minimum weights and quantity ratings that could _ 
uniformly applied over the several states. It was felt, howeye 
that a classification should be provided to take care of the 
+ principle requirements, and that the volume-ratings Classific, 
tion, with the application of a few exceptions, would best gery 
the industry generally. 


is proposed 
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would provide the least possible disturbance in 


In this connection the following ry 
to be included in the volume-rating classification. 


‘Volume ratings shown in this classification do not apply i; 
states where provision of law for load limit is less than th 
weight expressed in the classification as a basis for such Volume 
ratings and for such states the carrier shall show in rate tariffs 
any rules for volume ratings which it uses.’ 

“A substantial number of subcommittee members continis 
enthusiastically on the condensation of the L. T. L. classifi. 


tion items 


and further compilation work. This preliminary 


work will be completed within a day or two, at which time 
they will immediately begin compilation of the volume-ratin; 


publication. 


Both editions will be ready for the industry by 


the end of December. 

“It is highly important that this information be given t 
all operators in order that they may be prepared to submit 
their concurrences as soon as the Interstate Commerce (Con. 


mission has 


prescribed the Power of Attorney and concurrence 


forms to be used. Advice of this action is anticipated within 
the next few days, at which time full details will be submitted 
to the industry.” 

The national rates and tariffs committee of the American 
Trucking Associations, Inc., will meet December 16 in Indian. 


apolis, Ind., 


fifty representatives of the trucking 


at the Lincoln Hotel, to go over the work of the 
industry on the truck 


freight classification. 


MOTOR CARRIER FORMS 


Application forms for use of motor common earriers of 
passengers, common carriers of property, and contract carriers 


of property, 


who wish to apply for certificates of public con 


venience and necessity or permits for operations not covered 
by the “grandfather clause” of the motor carrier act, have been 


issued by the Commission. 


lows: 


These forms are described as fol 


Form B. M. C. 8—This form is to be used by applicants who pro- 
pose, aS common carriers of property, (1) to continue an operation, or 
the extension of an operation, in interstate or foreign commerce in- 
stituted between June 1, 1935, and October 15, 1935, inclusive; (2) to 
institute an operation in interstate or foreign commerce at any time 
subsequent to October 15, 1935; or (3) to extend an operation for 
which a separate application has been filed with or certificate issued 
by the Interstate Commerce Commission under the motor carrier act, 


1935 


Form B. M. C. 9—This form is to be used by applicants who pro- 
pose, as common carriers of passengers, (1) to continue an operation, 
or the extension of an operation, in interstate or foreign commerce 


instituted between June 1, 1935, and October 


5, 1935, inclusive; (2) 


to institute an operation in interstate or foreign commerce at any 
time subsequent to October 15, 1935; or (3) to extend an operation for 
which a separate application has been filed with or certificate issued 
by the Interstate Commerce Commission under the motor carrier 


act, 1935. 


Form B. M. C. 10—This form is to be used by applicants who pro- 
pose, as contract carriers of property, (1) to continue an operation, 
or the extension of an operation, in interstate or foreign commerce 
instituted between July 1, 1935, and October 15, 1935, inclusive; (2) 
to institute an operation in interstate or foreign commerce at any time 
subsequent to October 15, 1935; or (3) to extend an operation for 
which a separate application has been filed with or permit issued by 
the Interstate Commerce Commission under the motor carrier act, 


1935. 


COLLISIONS OF MOTORS AND TRAINS 


An analysis of reports of railway accidents involving col 
lisions of motor vehicles and trains at highway grade crossings 
in the first six months of 1935 made by the Bureau of Statistics 
of the Commission reveals that, in 1,026 accidents, the motor 
vehicle was struck by the train, and in 599 accidents, the motor 


vehicle ran into the side of the train. 


In the first type of colli 


sion 494 persons were killed and 1,157 were injured, while in 
the latter type, 116 were killed and 905 were injured. 
Though darkness prevailed when most of the accidents 0¢ 
curred in which the motor vehicle ran into the side of the 
train, the report shows that there were 145 or 24.21 per cent 


of them in daylight. 


On the other hand, in the group in whi¢ 


trains struck the motor vehicles, 66.28 per cent of the accidents 
occurred in daylight. 

The time of greatest frequency for the “ran into side of 
train” group was from midnight to one a. m., the per cent of 


the total for that hour being 9.34. 


In the “struck by train’ 


group the largest percentage, 7.90, occurred from four to fivé 


o’clock p. m. 
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The report showed that special crossing protection did not 
completely eliminate either class of these accidents. 

Though some of the collisions occurred because drivers 
of automobiles were drunk or asleep, says the report, or when 
the crossing protective devices were not in working order, the 
vast majority occurred under normal conditions to automobiles 
driven by apparently normal adults “who were probably not 
sufficiently cautious or attentive.” 

The bureau’s analysis is contained in Statement No. 35120, 
which contains a number of statistical tables dealing with the 
accidents from various angles. 


MOTOR BUREAU REMOVAL 


The Trafic World Washington Bureau 


It is regarded as probable that the whole question of the 
removal of the Commission’s Bureau of Motor Carriers to a 
building in the Harlem section of Washington will be reviewed 
when Director Rogers, of that bureau, has returned from his 
trip to California—that is, some time within a week. So many 
questions about efficient operation have arisen that it is deemed 
almost impossible for the Commission to avoid further con- 
sideration. 

The section of tariffs of that bureau, it has been definitely 
decided, shall not be moved. That is a part of the division of 
traffic. There has been some talk that the whole of the traffic 
part of the organization will be kept in the main building even 
if the other parts of the bureau are moved. 

Although the bureau was created with a view to keeping 
railroad and motor regulation as distinct from each other as 
possible, it is being discovered that there is necessity for such 
an interchange of views and documents among the new bureau 
and the older bureaus of the Commission as to give very sharp 
point to the contention that if any part of the Commission’s 
force shall be moved out of the main building it shall not be the 
new bureau. 

The section of dockets and the mimeographing machinery 
of the Commission are to be used in common by the truck and 
railroad regulating parts of the organization. That means that 
if the motor carrier bureau is moved parts of the staff will 
have to be traveling back and forth many times each day, all 
of which means delay and multiplication of the chances of 
error. It is being found that there is such a commingling of 
the work of the two parts of the Commission that in the review 
of the subject that is expected a determination not to move 
the motor bureau would not be a surprising outcome. 


BUS REPAIR LABOR COMPLAINT 


The National Labor Relations Board has issued an order 
calling on the Pennsylvania Greyhound Lines, Inc., and the 
Greyhound Management Company to cease and desist from in- 
terfering with their employes “in the exercise of their rights 
to join labor organizations or to bargain collectively through 
representatives of their own choosing, that is guaranteed in sec- 
tion 7 of the national labor relations act,” according to an an- 
nouncement made by the board (see Traffic World, Oct. 19, p. 
652). The case arose as to employes in the bus repair shop 
and garage of the Greyhound at Pittsburgh, Pa. 

The companies are also ordered to cease and desist from 
discouraging membership in Division No. 1063, of the Amalga- 
mated Association of Street, Electric Railway and Motor Coach 
Employes of America, and from dominating an organization 
known as the Employes’ Organization of the Pennsylvania Grey- 
hound Lines, Inc. These companies are ordered to take the 
following affirmative action: Reinstate, with compensation from 
the dates of their dischages, five discharged employes; with- 
draw all recognition from the employes’ association, and post 
notices that the association has been disestablished. 

The board announced that, in view of the fact that the 
Greyhound company at the hearing in the case held in Pitts- 
burgh had contested the constitutionality of the national labor 
relations act, it would petition a Circuit Court of Appeals for the 
enforcement of its cease and desist order. It said that, in 
addition to obtaining enforcement, this would expedite review 
of the constitutional issue raised by the company. 

_ The board announced later it had asked the United States 
Circuit Court of Appeals, third circuit, to rule on the board’s 
order in the Greyhound bus case. 





TRUCKS AND OTHER TRANSPORTATION 


The development of the motor truck has not adversely 
affected other transportation agencies, in the opinion of A. J. 
Brosseau, president, Mack Trucks, Inc., vice-president, commer- 
cial car division, Automobile Manufacturers’ Association, who 
spoke at q meeting of the American Association of State High- 
way Officials December 6 at Miami, Fla. 

“In the light of the quickening effect which the truck has 
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had upon production, construction, distribution and transporta- 
tion generally, it is only the casual or partisan observer who 
would say that its use has adversely affected other transporta- 
tion agencies,” he said. “Instead it should be noted that other 
agencies have not fully availed themselves of the opportunities 
which the truck affords their own services beyond rail heads, 
and of a final net reduction in cost of shipping to the public.” 

He said manufacturers had been concentrating on the pro- 
duction of safe vehicles so as to facilitate the movement and 
to increase safety of traffic on the highways. 


IMPROVEMENT OF HIGHWAYS 


Approval by the President of grade crossing elimination 
and highway improvement projects has been announced as to 
projects indicated: New Hampshire, $722,484, grade crossing; 
District of Columbia, $220,804, grade crossing; Massachusetts, 
22 grade crossing projects, which, with those previously ap- 
proved, will exhaust the $4,210,833 allocated to Massachusetts; 
Wyoming, improvement of highways, $1,593,964; Idaho, 34 
projects, improvement of highways, to be constructed out of 
$2,222,747 previously allocated; Idaho, 38 grade crossing projects 
to be constructed out of $1,674,479 previously allocated; and 
South Dakota, 30 highway projects to be constructed out of 
$2,976,454 previously allocated. 

The President has approved programs for the spending of 
$2,116,806 of federal funds for highways and $3,357,800 for grade 
crossing work in Minnesota. 


MOTOR TRUCK COURSE AT N. Y. U. 


Beginning with the spring term in February, 1936, New 
York University, New York City, will offer a course in motor 
truck traffic and operations under the direction of H. E. Stocker, 
traffic manager, American Type Founders Sales Corporation, 
Elizabeth, N. J., and will continue to June. It will include 
truck rate construction and tariff compilations, practical traffic 
and operating problems, coordination of truck and other types 
of transportation and an analysis of comparative economies of 
truck and rail transportation. The course will include a study 
of the motor carrier act. 


AUTOMOBILE PRODUCTION BIG 


Evidence of what is being accomplished under the new fall 
model announcement plan which the automobile industry has 
undertaken was revealed by the monthly preliminary production 
estimate released by the Automobile Manufacturers’ Association, 
indicating that the November output of its members surpassed by 
67 per cent the best previous November production of the group. 

The report placed the output of association members for 
November at 295,927 units, which was not only an increase of 43 
per cent over the preceding month but was nearly 4 times that 
of November last year. The best previous November production 
of the manufacturers’ group was in 1925 when the output totaled 
177,643. 


RATES AND CARGO INSURANCE 


Editor The Traffic World: 

“The railroads have come to the present crisis in large part 
because of the conventionalized treatment of competition, and 
the way out lies through a new treatment of it.” This is from 
an address by Mr. Leslie Craven, December 28, 1934, American 
Economic Association. 

That this may not be said of the trucking industry in the 
years to come, we recommend that it proceed with caution in 
the consideration and publication of classification and tariffs, 
preserving for itself and the shipping public all the “inherent 
advantages” of truck transportation. 

We are in sympathy with the idea of the American Truck- 
ing Associations that what is needed by the trucking industry 
is a classification of its own rather than one built and molded 
for use by another transportation agency. We are not in sym- 
pathy, however, with all the ideas embodied in paragraph three 
of the five principles adopted and recommended by them to their 
members to govern the making and publishing of original truck 
rates under the federal law. 

We agree that their classification should be based pri- 
marily on costs, but too much consideration should not be given 
to competitive conditions, the direction of the haul, value of 
service, the trade area, and many of the other vague and mys- 
terious formulas supposedly used by the rail carriers in arriv- 
ing at a rating or a classification, as, for instance, “the value 
of the commodity.” 

What we have in mind, however, is a most important ad- 
vantage enjoyed by highway transportation, and not mentioned 
in any of the articles we have read on “truck rates and tariffs.” 

We refer to “cargo insurance,” as it applies to the responsi- 
bility of carriers in having to deliver to consignee at point of 
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specified delivery the commodity entrusted to them in the same 
condition as it was when accepted by them at point of origin, 
or reimburse the owner for any loss or damage. 


The highway and waterway carriers have always handled 
the insurance charge separate from the transportation charge. 
The highway carriers carry protection under what is known as 
“cargo insurance,” whereby the shipper, as well as the truck- 
ing company, is protected from loss due to loss or damage to 
the cargo while in transit. 
ing company for the full amount of loss or damage, regardless 
of responsibility. 


It has been a thought of the writer that the railroads have 
never handled in an entirely satisfactory manner the insurance 
feature of their business as it relates to liability for loss or 
damage to cargo. 


We have never been able quite clearly to understand on 
what scientific or practical basis they have made a freight rate 
include a charge for insurance protection, or what percentage 
of the earnings from each freight charge was set aside to cover 
loss or damage to the commodities handled, and whether the 
amounts set aside show that the insurance included in the 
freight rate was sufficient to cover the loss or damage on spe- 
cific commodities, or whether large amounts are being collected 
on commodities on which there is practically no loss or damage 
and not sufficient is being collected on commodities on which 
there is great loss. 


Now that the trucking industry has the opportunity, why 
doesn’t it eliminate the insurance feature from the freight rate 
entirely and have the freight rate cover service, etc.—in other 
words, continue on the same basis it has been working? 

Why cannot the trucking companies—as a group—organize 
an insurance company headed by experienced insurance men 
trained in insurance work of this character, this insurance com- 
pany to cover all the trucking concerns of the country, inde- 
pendent of the jurisdiction of any particular trucking concern, 
this insurance company to handle loss and damage claims for 
all trucking concerns? It would place the adjustment of all 
claims on the basis of merit and not on “sales policy.” It would 
result in the entire burden of claim adjustment being taken off 
the carriers and placed with an insurance organization that 
would handle the insurance rate on a scientific basis and place 
the expense of insurance on the commodities on the basis of the 
transportation risk—also handle the adjustment of claims en- 
tirely on merit and help correct practices that contribute to 
claims. 

If this should be considered a monopoly, it could, of course, 
be handled by two or more insurance organizations. 

By such an arrangement they would escape the handicap 
now suffered by rail carriers and the abuse piled on them be- 
cause of the many packing requirements imposed by the classi- 
fication (and we are not offering anything in criticism or de- 
fense of these requirements) and which are not as exacting 
in connection with shipments forwarded by truck. 

It might be said that transportation employes would not 
be as vigilant or careful in the handling of shipments if they 
knew that the adjustment of loss and damage claims was taken 
care of by an insurance company. We are satisfied that a check 
of the record in the trucking industry will prove otherwise. 

The question of how much should be charged to cover the 
liability of carriers in connection with the transportation of any 
commodity is an insurance problem and should be handled by an 
insurance company and based entirely on the transportation 
risk, determined by careful study and analysis of the record. 

It is our thought that the trucking industry will make a 
serious mistake if it fails to keep the insurance feature out of 
the construction of specific transportation rates. 

C. F. McBride, Traffic Manager, 

Sharon, Pa., Dec. 5, 1935. Sharon Steel Hoop Company. 


IMPROVEMENT OF AIRPORTS 


The Bureau of Air Commerce of the Department of Com- 
merce has approved 36 additional airport projects in the states 
of Alabama, Florida, Georgia, Mississippi, North Carolina, Ore- 
gon, South Carolina, and Tennessee, on which the Works Prog- 
ress Administration may expend work funds. 


AIR CHAMBER OF COMMERCE 


The Aeronautical Chamber of Commerce of America, Inc., 
trade association of the aviation industry, has elected Leighton 
W. Rogers president. He sueceeds Thomas A. Morgan, who for 
business reasons resigned that office, which he had held for 
nearly three years. Mr. Rogers has served as executive vice 
president of the chamber since June, 1933. 

The board of governors of the chamber accepted a resolu- 
tion of the air transport operators agreeing to withdraw from 
the chamber, making it a service organization for the manufac- 
turing industry, and conforming to the spirit of the recent air 
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mail legislation which discourages any affiliation between Man 
facturing and operating aviation organizations. The board of 
governors adopted a resolution accepting with regret Mr. My. 
gan’s resignation. 


TRANS-ATLANTIC AIR SERVICE 


ture 
A step paving the way for establishment of trans-Atlantic ait Tats c 
service was taken this week when representatives of the goven, bis 
ments of Great Britain and the United States reached an agra will 
ment under which reciprocal arrangements will be made fy Siaire to 
the landing of American planes on British soil and the landing yg 
of British planes on American soil. po a 
It is expected that service eventually will be given by Pa, Mi mere com 
American Airways of the United States and Imperial Airway this ols 
of Great Britain. Officials of the United States, Canada, Irelani MM from non 
and Great Britain participated in the conferences leading to th 
agreement. Tral 
Sir Donald Banks, director general of the British posta 
system, after a conference with President Roosevelt, said th sl 
latter expressed the belief that before long trans-Atlantic flights : 
would be commenced. Taxé 
wo Mis 
CHINA CLIPPER RETURNS tion fr¢ 
The China clipper, trans-Pacific plane of the Pan-Americay the No 
Air Ways, completed its first roundtrip flight in actual servic. je culiar § 


when it landed at Alameda, Cal., at noon, December 6, having We 


made the return trip from Manila in 63 hours 28 minutes actual we sto 
flyting time. The total flying time for the round trip of ove jm deliver 
16,000 miles was 123 hours 15 minutes. The first of the Chin produc 


clipper’s sister ships, the Philippine clipper, was at the Alameda It 


airport when she returned, to take off for Manila early the poraril 

week of December 8. deliver 

Secretary Roper of the Department of Commerce sent , fm Come | 

message to Captain Edward C. Musick of the China Clipper « 
or 


when she had completed her round trip to the Philippines saying 
“heartiest congratulations to you and your associates on the i It 


success of the initial round trip of the China Clipper,” adding at the 
that “the courage and the skill demonstrated add another red on wh 
letter day to the history of our great country.” as “ 
(PELE ES TE 1 

orary 

AIR TRAFFIC oop 

Scheduled air lines operating in continental United States in sto! 


carried 70,924 passengers in October, according to reports to It 


the Bureau of Air Commerce, Department of Commerce, from appre 
the 24 companies operating in that month. above 
Those scheduled air lines flew 5,288,180 miles, carried 488,019 the pl 
pounds of express, and flew 28,787,563 passenger miles in Octo- to ins 
ber. (A passenger mile is the equivalent of one passenger flown A 
one mile.) taxat! 
Comparisons with August and September, 1935, and Octo or fo 
ber, 1934, are shown in the following: the § 
dome 
Scheduled Air Line Operations Statistics, August-October, 1935, and comn 
October, 1934 (Domestic Only) diser 
- , Aug.,1935 Sept., ~— Oct., 1935 Oct., 1934 has : 
Reporting companies ........ 25 4 24 23 as : 
Operating companies ........ 25 24 24 2 it ph 
Passengers carried ......... 89,581 77,370 70,924 49,109 State 

Express carried (pounds)... 392,212 417,223 488,019 223,959 
Express pound miles flown. .202,818,402 229,094,152 269,762,555 (*) 
ee area 5,755,679 5,360,092 5,288,180 4,152,222 trans 
Passenger miles flown....... 35,732,204 32,023,693 28,787,563 20,999,082 whet 
Passenger seat miles flown.. 60,429,186 56,165,996 55,507,329 36,506,121 dest: 
Per cent used—seats........ 59.13% 57.02% 51.86% 57.52% oe 
*This information not requested until January, 1935. cons 
ae vs. ] 
NEW PENNSYLVANIA FREIGHT CARS 517, 

_ _ The Pennsylvania Railroad announced December 12 that 
it had placed orders for 10,000 new freight cars to cost approxi witl 
mately $25,000,000. The statement calls the orders “one of the or 1 
most important and extensive equipment building programs ever a Si 
undertaken in the road’s history.” Of the new cars, 6,000 will find 
be built in the Pennsylvania shops at Altoona, Enola and Pit four 
cairn, Pa. The other 4,000 will be built at seven outside equip of 
ment building plants. Three thousand of the new cars will be ac 
automobile cars, of which 300 will be fitted with special auto it 1 
loading devices; 2,000 will be mill type gondolas of a new design trik 


to meet the demand for cars to handle long structural steel for 


members, pipe and other mill products; 300 will be 70-ton cov- Am 
ered hopper cars for handling cement and similar commodities 504 
in bulk, and 4,700 will be standard steel box cars. The cal- S. | 
building program will be financed through the sale of $18,420,000 75 
equipment trust certificates, the remainder of the cost to be vs. 
borne out of company funds. It is estimated that the job will vs. 
provide approximately 10,000,000 man work hours in equipment 

company and railroad shops in the fabrication of the cars and of 
the production of the materials necessary for their construc U. 
tion. Fabrication will require the full-time employment of the 


2,000 men; 6,000 more will be employed in industries produciné 
the materials. The job will be finished in about a year. 
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a ai a a i Riis ital 
Questions and Answers 


N this column will be answered questions of both legal and practical 
[ ature that confrent persons dealing with traffic. A specialist on inter- 
state commerce law, who is a member of our legal department, will give 


simple question relating to the law of interstate 


c man of long experience and wide knowl- 
will answer questions relating to practical traffic problems. We do not 

to take the place of the traffic man but to help him in his work. 
The right is reserved to refuse to answer in this column any question, 
or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
mere comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 
Ne attention will be paid to anonymous communications or questions 


from non subscribers. 
Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 
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Taxation of Property Temporarily in State or in Transit 


Missouri.—Question: We have noted with interest the ques- 
tion from Tennessee with your reply thereto, on page 780 of 
the November 2 issue of The Traffic World, as we have a pe- 
culiar situation in our distribution in which there is a similarity. 

We ship our products into every state and in various states 
we store our products in public warehouses to insure prompt 
delivery, and several of these states, in which we store our 
products are assessing us a State sales tax. 

It is our contention that this property of ours is only tem- 
porarily at rest in these states for the purpose of reshipment or 
delivery and does not acquire a situs in the state so as to be- 
come subject to state taxation, as the reshipment or delivery 
from warehouse is the completion of an interstate movement, 
or a continuous movement of interstate commerce. 

It is understood, of course, that our products are not sold 
at the time they are placed in storage, but remain our property 
on Which we pay storage and handling charges, until such time 
as products are sold and delivered or reshipped. 

Our products are shipped into these warehouses for tem- 
porary storage or rest, and require no transit privilege whatever, 
such as inspection, weighing or grading, mixing, etc., but are held 
in storage for delivery to buyers or transhipment to other points. 

It is felt that we are being illegally taxed and we would 
appreciate your advising us which decision cited in your reply 
above referred to specifically fits our case, so that we can make 
the proper citation to the states assessing these state sales taxes 
to insure a discontinuance of this illegal practice. 

Answer: A state may not in any way discriminate in its 
taxation against the products and manufactures of other states 
or foreign countries. While there is no discrimination, where 
the same tax is laid on goods of another state as is laid on 
domestic products or manufactures, a state tax on interstate 
commerce is not made valid by the fact that it is laid without 
discrimination on both state and interstate commerce; the state 
has a right to tax its own domestic commerce and property as 
it pleases, but it cannot in any way tax interstate commerce. 
State Freight Tax Case, 15 Wall (U. S.) 232. 

A state tax on oil, goods, live stock, or other property on 
transit from one state to another is void, and it is immaterial 
whether the tax is laid by the state of origin or the state of 
destination. In the one case the protection of the commerce 
clause has attached, and in the other such protection has not 
ceased. Bacon vs. Illinois, 227 U. S. 504, 33 S. Ct. 299; Turpin 
vs. Burgess, 117 U. S. 504, 6 S. Ct. 835; Coe vs. Errol, 116 U. S. 
517, 6 S. C. 475. 

While the proposition that property temporarily at rest 
within a state, for the purpose of separation and assortment 
or reshipment, or because of other reasons, does not acquire 
a situs in the state, so as to become subject to state taxation, 
finds some support in early cases. The weight of authority, as 
found in later cases, is to the effect that, to entitle an article 
of commerce to be exempt from state taxation, there must be 
a continuous movement of it in interstate commerce, and that 
it may be taxed by the state when it is held at storage or dis- 
tributing point, with the intention of delivering it to buyers or 
for transhipping to other points. Susquehanna Coal Co. vs. South 
Amboy, 228 U. S. 665, 33 S. Ct. 712; Bacon vs. Illinois, 227 U. S. 
504, 33 S. Ct. 299; General Oil Co. vs. Crain, 209 U. S. 211, 28 
S. Ct. 475; American Steel & Wire Co. vs. Speed, 110 Tenn. 524, 
75 S. W. 1037 (Aff. 192 U. S. 500, 24 S. Ct. 365); Atlantic C. L. 
vs. Standard Oil Co., 16 Fed. (2d) 441; Champlain Realty Co. 
vs. Town of Brattleboro, 260 U. S. 336, 43 S. Ct. 146. 

In the instant case it is apparent that under the principle 
of the decision in American Steel & Wire Co. vs. Speed, 192 
U. S. 500, 24 S. Ct. 365, the goods shipped to the warehouse and 
there held until withdrawn from stock to fill orders, may be 
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taxed on the ground that the goods when stored have become 
a part of the general mass of property within the state and 
thereby subject to taxation by the state. 


Conversion—Delivery of Order Notify Shipment Without Sur- 
render of Bill of Lading 


Illinois —Question: A shipment went forward under date 
of June 4, 1935, and in due course of time consignee failed to 
remit amount to cover the draft and we in turn issued instruc- 
tions to X Railroad to return the shipment to us. 

A shipment of three refrigerators and cooling machines 
combined were received by us for the X Railroad. The ship- 
ment was picked up by our truck, units checked and found to 
be refrigerators and cooling machines combined that were 
shipped by us under date of March 27, 1935, where the draft had 
been paid. The units as received, which were entirely dif- 
ferent units than we shipped, were used material in all cases, 
having been taken from the dealer. We immediately handled 
with the agent of the X Railroad, who admitted that the ship- 
ment recalled had been erroneously delivered to the consignee 
without the surrender of the original shipper’s order lading, 
and when his mistake was discovered he contacted the dealer, 
who surrendered material back to the agent, claiming that he 
did not want it. In place of surrendering the right material 
he was given the units which had been paid for and in a used 
state, but properly crated. We immediately requested disposi- 
tion of the units received from the X Railroad, contending that 
we shipped new material and were entitled to the same mate- 
rial as shipped. Please bear in mind that our original shipper’s 
order lading carried the exact serial numbers on the face of 
the lading and properly stenciled on the outside of the crates 
for checking purposes. 

A reply from the claim agent advises us that the X Rail- 
way cannot and will not entertain for one minute claim for the 
amount as requested; that the three boxes of refrigerators were 
returned to us and since we accepted them from the railroad 
they could advise no further disposition and we are fully aware 
of the fact that the carriers are not legally liable to the extent 
claimed. 

We, the shipper, feel that we are entitled to the following 
claim adjustment due to the above transaction: 

Authority to return material as received, which is in a used 
state; an adjustment of freight charges and storage charges as 
assessed—1,090 lbs. on three units @ $1.90 plus llc emergency 
charge and storage charges accrued, a total of $65.77, in addi- 
tion to the full invoice value of our invoice, $300.80, or a total 
of $366.57. 

Owing to the outlining of this transaction as stated here- 
tofore, and the agent admitting his error of delivery without 
the surrender of the lading, are we justly entitled to our basis 
of claim as stated? 

In your answer we will be glad to have your comments as 
to how to proceed to take further steps to collect the claim. 
Are we liable for the material on hand due to the fact that we 
accepted it from the local agent? Are we rightfully entitled 
to demand that the agent involved accept this material due 
to the used state of the material? 

Answer: Where a bill of lading or a shipping receipt con- 
tains a clause providing that a third person shall be notified 
of the arrival of the goods, or where it contains this clause 
and an additional clause reciting that the goods are shipped to 
the consignor’s order, the carrier is not authorized to treat 
the person to be notified as a consignee, and if it delivers the 
goods to him without production and surrender of the receipt 
or the bill of lading, it will be liable to the true owner of the 
goods for any loss resulting from such delivery. Delivery of 
the goods under these circumstances without the surrender of 
the receipt or the bill of lading constitutes a conversion. 

Where goods are shipped on an order bill of lading, the 
carrier is liable to the owner of the goods for any loss resulting 
from such delivery, if it delivers the goods to the party to be 
notified without production and surrender of the bill of lading. 
North Pennsylvania Co. vs. Commercial National Bank, 123 U. S. 
727, 8 S. Ct. 266; King vs. Barbarin, 240 Fed. 303; Beggs vs. R. 
Co., 162 N. Y. S. 387; Lyons vs. New York Central, etc. R. Co., 
119 N. Y. S. 708, 120 N. Y. S. 1132. 

The measure of damages for a conversion by the carrier 
of goods intrusted to it for transportation is the value of the 
goods at the time and place of conversion. 

It has been held in numerous cases that, while the recovery 
or return of property which has been converted does not ex- 
tinguish the right of action, it does go to mitigate whatever 
damages might otherwise be recovered. However, it has also 
been held that where a wrongful conversion of property is com- 
plete, the owner acquired a vested right to recover its value from 
the person guilty of the conversion. 

The fact that you accepted a return of the goods which, 
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upon examination, proved not to be the goods which were con- 
verted by the carrier in delivering same to the consignee with- 
out requiring the surrender of the order bill of lading, does 
not, in our opinion, preclude a recovery of the value of the 
goods which were converted. 

From this amount the value of the goods which were re- 
turned and which you have on hand should be deducted, if you 
elect to retain same. However, as they are not the goods you 
shipped, we doubt whether you are obligated to retain same in 
mitigation of damages, as apparently you were defrauded into 
accepting a return of these goods by the notify party. 


Rates—Reasonableness of Commodity Rate Exceeding Class 
Rates 


iPennsylvania.—Question: There is a specific carload com- 
modity rate published from New York to a point in Ohio that 
is slightly lower than the fifth class rate. <A specific carload 
commodity rate is also published on the same material, from 
New York to a Pennsylvania point, that is a little higher than 
the fifth class rate. 

We feel that the higher commodity rate should be reduced 
so as to bear the same percentage relationship to the first class 
rate, from New York to Pennsylvania, as the Ohio rate bears 
to the New York-Ohio first class rate. In our opinion, we are 
justified in seeking reparation. 

The railroad does not agree with us, stating that both these 
commodity rates were published to meet truck and water compe- 
tition. They further point out that in a complaint dismissal, 
the Commission decided that the fourth class rate was not un- 
reasonable on this commodity. 


Will you kindly let us have the benefit of your opinion and 
also cite, if possible, any cases that cover a similar situation? 

Answer: The Commission has held that a commodity rate 
that exceeds a class rate which would otherwise apply, raises 
the presumption of unreasonableness and is “an abnormality, 
which on its face requires special justification.” 

However, in Traffic Bureau—Chamber of Commerce vs. 
Merchants & M. T. Co., 101 I. C. C. 424, the Commission said 
that this principle is sound but that it did not wish to be under- 
stood as holding that the presumption of unreasonableness is 
by any means conclusive, but that what it does say is that 
such an adjustment is abnormal and on its face unreasonalbe, 
and requires substantial evidence to justify it, but that a mere 
recital of its continued existence is not sufficient. 


Reconsignment on Condition of Protection of Through Rate 


Nebraska.—Question: Please advise if, when reconsigning 
a car and changing the original destination, it is necessary to 
actually specify in your reconsigning the rate which is to be 
protected, or is it generally understood that when a car is re- 
consigned and a through rate is asked to be protected that it 
naturally means the lowest possible through rate via routes so 
named? 


Answer: In regard to this question, see the Commission’s 
decisions in Chevrolet Motor Co. vs. C. R. I. & P. Ry. Co., 132 
I. C. C. 337, and Lehr Lumber Co vs. R. R. & G. Ry. Co., 132 
I. C. C. 335. Under the decision in the first case, a condition 
precedent to liability on the part of the carrier, if the reconsign- 
ing instructions call for the application of a specific rate, is 
that the reconsigning instructions be given in time for the 
carriers to intercept the shipment at a junction via which the 
rate specified in the reconsigning instructions applies. 

Under the decision in the latter case, if the reconsigning 
instructions are not conditioned upon the protection of a spe- 
cifically named rate, the rate applicable via the route the ship- 
ment moved must be used. In this case the Commission held 
that the reconsignment instructions were not to protect a joint 
through rate or any specific rate, but the “lowest through pub- 
lished rate;” that such instructions obviously meant the lowest 
through rate applicable over the route traversed from point 
of origin to the point at which the shipment was reconsigned. 
The Commission said that the instructions were not sufficient 
to operate as a notice to defendants that complainants wanted 
a rate that was not applicable over the route traversed to East 
St. Louis. In this case the Commission found, that under the 
circumstances shown in the record, the defendants were under 
no duty to notify complainants that the 38.5 cent rate was 
unapplicable; and that the rate charged was applicable and 
not unreasonable, and dismissed the complaint. 


Tariff Interpretation—Application of Term “And” 


Utah.—Question: Will you please advise if the Commission 
has ever ruled on the interpretation of “and” and “or” appear- 
ing in descriptive terms in commodity rate items? 

Item 4038-A, Supplement 51, Agent Gomph’s 51-J, I. C. C. 1127, 
lists “Air Compressing Machinery and Parts Thereof.” The 
point in question is whether this intends to convey that parts 
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must be shipped with the air compressing machinery Or whethe 
parts shipped separately can also participate in the commogj 
rate. Carriers should be able to explain where lies the ling y 
demarcation between air compressing machinery and parts; } 
other words, does air compressing machinery mean set y 
machines, and if so, why? The term “machinery” includes x 
ticles either set up or knocked down, unless otherwise Specified, 
and knocked down machinery would be machinery parts. “Aj, 
compressing machinery,” without further qualification, does ny 
signify a complete machine, therefore we see no justificatig, 
for the contention that the description given above in ite, 
4038-A applies on parts only when shipped with air compressing 
machinery. 

Answer: We can locate no decision of the Commigsiq, 
which is specifically in point, that is, in which the Commisgig, 
has interpreted a tariff with respect to the application of , 
commodity rate on a given commodity “and parts thereof.” 

However, in Northwestern Malleable Iron Co. vs. Pere Map. 
quette Ry. Co., 144 I. C. C. 467, the Commission held that unde 
an item in a tariff applicable on “boxes, journal, iron or steel), 
and castings, malleable iron, C. L., min. wt. 30,000 Ibs.,” the 
commodity rate would apply on straight carloads of malleable 
iron castings. 

In the absence of a rule in the tariff in which the rate jg 
published, it would appear that under the decision of the Con. 
mission in the case above cited the commodity rate will apply 
on air compressing machinery parts whether shipped with or 
separately from air compressing machinery. 


Tariff Interpretation—Mixed Carloads Beehives and Honey 
Section Frames or Boxes 


Missouri.—Question: In your issue of November 23, page 
915, volume LVI, No. 21, you furnish an answer to “Illinois,” 
his question being: 


Please advise correct rating and minimum weight on _ beehives, 
set-up, in a mixed carload with honey frames or boxes, knocked 
down. 


It is respectfully submitted that your answer is incorrect 
when you say that “a mixed carload rating is provided on the 
commodities you name in Item 27, on page 80 of Consolidated 
Classification No. 9.” If you will study Item 27 a few moments 
again you will discover that there is no mixed carload provided 
for beehives, S. U. and honey section frames or boxes, K. D. 
There is a mixture provided for beehives, S. U. and K. D.,, or 
for both of these jointly with honey section frames or boxes, 
K. D.—subject to Rule 34. Note there that beehives, wooden, 
Ss. U. and K. D. are mixed so that both forms must be part of 
the mixed carload. That is the meaning of “and” as opposed 
to “or” in the instructions on page 49 of the Classification. 

From this it can be seen that beehives, wooden, S. U. with 
a minimum of 12,000 lbs., subject to Rule 34, Item 27, may not 
be mixed with honey section frames or boxes, K. D. in packages, 
Item 32, under the mixture provided in Item 27, under which 
beehives, wooden, K. D., cannot be divorcefl from the mixture 
which is subject to Rule 34. 


If the carload mixture under Item 27 were to read “S. U. 
or K. D.” instead of “and K. D.,’” then your Illinois correspon¢- 
ent could load beehives, S. U. with honey section frames or 
boxes, K. D., 30,000 lbs., 5th class, without going to Rule 10, 
but we submit that if he must go to Rule 10 he will have to 
pay a minimum of 30,000 lbs. at second class in Official terri- 
tory, because beehives, wooden, S. U., alone is not part of a 
specific mixture as contemplated in the last paragraph of Rule 
10 existing. 

Answer: Based upon the decision of the Commission in 
Speir & Co. vs. Atlantic & W. P. R. Co., 151 I. C. C. 705, giving 
effect to the provisions of the Classification as to the meaning 
to be given to the terms “and” and “or,” we are of the opinion 
that the interpretation you have placed on the application of 
the ratings in Consolidated Classification No. 9 on beehives 
and honey frames or boxes, in mixed carloads, is correct and 
that our answer should be amended accordingly. 


Routing and Misrouting—Right of Shipper to Insist Upon For- 
warding of Shipment Via Circuitous Route 


Tennessee.—Question: A jobber tenders a common carrier 
at a local station a carload of fresh vegetables specifying rout- 
ing through a junction point less than 40 miles away. There is 
a published group rate of 115% cents, which rate is not ap 
plicable through this junction point. There is, however, a com- 
modity rate of 11144 cents to this junction point and a commodity 
rate (previously prescribed by the Commission) from this junc 
tion point to destination of 97 cents, making a combination rate 
of 108% cents, or 7 cents less than the through published rate. 

The carrier’s agent refused to sign the bill of lading but 
issued one of his own, inserting the route taking the 115% cent 
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rate, stating that “There is no service for perishable freight 
our route.” The fact is the shippers route short hauled the 
initial carrier. Both routes were logical, over class I railroads, 
and of about the same distance. 

The shipments were sold at a price delivered at destina- 
tion. Does the shipper have any redress for overcharge or 
reparation? ; ; 

Answer: In Docket 21312, Hope Engineering & Supply Co. 
ys. C. B. & Q., 155 I. C. C. 458, the Commission held that where 
the shipper’s routing instructions naming the carriers did not 
specify the junction between the carriers, the routing instruc- 
tions were not in this respect specific and there was no obli- 
gation on the part of the carrier to forward the shipment via 
an unduly circuitous route. 

We do not locate an opinion of the Commission dealing with 
the obligation of the carrier to comply with a shipper’s rout- 
ing instructions Where such instructions would involve the use 
of an unduly circuitous route, but in Hubbard vs. O. S. L. R. R. 
Co. 118 I. C. C. 202, the Commission said that Section 15 of 
the Interstate Commerce Act gives to the shipper the right to 
designate in writing the route over which he wishes his ship- 
ments to travel, for, generally speaking, it is the duty of the 
carrier to transport shipments over the route so designated. 

This expression and the decision in the case first referred 
to seem to indicate that it is not the duty of a carrier to for- 
ward a shipment by an unduly circuitous route even though 
this route is designated by the shipper in his bill of lading. 

See, also, the decision of the Commission in V. A. Stewart 
& Co. vs. Aberdeen & R. R. Co., in which case the Commission 
said the defendants pointed out that schedules for expeditious 
transportation of perishable freight over the routes specified in 
the commodity tariffs were maintained; that they assert that 
these schedules were arranged so as to afford the protection 
required for such freight and that the use of the routes speci- 
fied enabled shippers to get prompt information as to the loca- 
tion of their shipments when diversion was requested; that ulti- 
mate destinations of shipment are seldom known when they 
leave point of origin; defendants indicate that there was some 
notification given Florida shippers that, should they desire any 
shipment to be forwarded over routes other than those speci- 
fied in the commodity tariffs, they should designate such routes; 
that we have held that the duty is upon the carrier to select 
the cheapest route only “if other conditions are reasonably 
equal.” Hope Engineering & Supply Co. vs. Chicago, B. & Q. 
R. Co., 155 I. C. C. 458, and Northern Pacific R. Co. vs. Solum, 
247 U. S. 477, 38 S. Ct. 550. 

The Commission said that defendants used routes which 
were generally recognized as the proper route for the trans- 
portation of perishable traffic, and these routes were consistent 
with the partial routing instructions given; that the compla‘n- 
ants contend that the available services over the routes over 
which the class rates applied were adequate. The Commis- 
sion also said that it did not appear that the routes would have 
been adequate for all of the shipments or for any particular 
shipment of characteristics such as those covered by the com- 
plainants may have had; that if those shipments were of a 
character that permitted the use of routes other than those regu- 
larly used for the transportation of perishable articles the atten- 
tion of the carrier should have been directed thereto. 


NEW I. C, DIESEL TRAIN 


A new diesel-electric streamlined passenger train will shortly 
be placed in service by the Illinois Central between Chicago and 
St. Louis. The train is being constructed by the Pullman-Stand- 
ard Car Manufacturing Company under a $400,000 PWA loan. It 
will weigh 250 tons and be 330 feet long. The running time be- 
a the two cities, it is planned, will be something under five 

ours. 


S. P. ENGINE IN BRIDGE DEDICATION 


_ The honor of being the first vehicle to cross the new 
Mississippi River bridge at New Orleans when it is opened to 
traffic December 16 will be accorded to the C. P. Huntington, 
Pioneer locomotive of the Southern Pacific lines. For the pur- 
Dose of the celebration the engine will be taken from Sacra- 
mento, Cal., to New Orleans. It will steam across the bridge 
under its own power, leading the way for Gener Service No. 1, 
one of the modern freight locomotives of the Southern Pacific. 
The C. P. Huntington, named for the then vice-president and 
later president of the Southern Pacific, was built at Paterson, 
N. J., shipped around the Horn and went into service on the 
west coast in 1864. It was retired in 1895. 


CONGRESSIONAL’S ANNIVERSARY 
_ The Congressional, fast Pennsylvania train between New 
York and Washington, observed its fiftieth anniversary Decem- 
ber 7. The first run of the train was made December 7, 1885, 
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and daily service has continued uninterrupted except for a little 
over twe months in 1918 when it was withdrawn as a war 
measure. In the 18,000 round trips the train has made it has 
covered, it is estimated, about 8,000,000 miles, equivalent to 
320 globe-girdling journeys. It has carried more than 7,000,000 
passengers. On the original run the Congressional was on a 5 
hour 23 minute schedule, southbound, and a 5 hour 45 minute 
schedule, northbound. It now covers the 225 miles between New 
York and Washington, in either direction, in 225 minutes. 


U. P.-C. & N. W. CITY OF DENVER 


Two new 10-car streamlined, diesel powered passenger 
trains, now under construction for operation over the Union 
Pacific and the Chicago and North Western, will, when put in 
service, cut the running time between Chicago and Denver by 
nine hours—a full business day. The running time of the new 
trains, each to be known as the City of Denver, will be sixteen 
hours. They will leave Chicago and Denver, respectively, late 
in the afternoon and arrive on the following morning. 

Each locomotive will be powered by two 1,200 horsepower 
diesel engines, directly connected to generators. A separate 
car will house each ‘engine, the cars being in tandem and so 
arranged that both engines, or either individually, can be op- 
erated from the controls in the cab of the first car. 

In addition to the power cars each train will have three 
Pullman sleeping cars, a parlor-observation car, two coaches 
with reclining seats and three cars for baggage mail and ex- 
press. There will be room for 82 passengers in the sleepers 
and 100 in the coaches. The overall length of the trains will be 
858 feet and the total weight 600 tons. 

The train and its motive power is designed for speeds in 
excess of 100 miles an hour. On the schedule planned, an aver- 
age rate of speed of 65% miles an hour will be maintained on 
the 1,048 mile run between Chicago and Denver. 

The new streamline trains, City of Los Angeles and City 
of San Francisco, also now under construction, will be placed 
in service about the middle of April, 1936. 


NIAGARA FRONTIER LEAGUE MEETING 


The Niagara Frontier Industrial Traffic League held a meet- 
ing at Buffalo, N. Y., December 9. George F. Ames, president 
of the league, presided. Reports were made by William E. Ma- 
loney, traffic commissioner of the Corn Exchange of Buffalo, 
on the recent meeting of the National Industrial Traffic League 
at Chicago, and by Willard E. Dixon, chairman of the motor 
transportation committee, on progress made by the Commission 
in the administration of the motor carrier act. Fred M. Ren- 
shaw, traffic commissioner, Buffalo Chamber of Commerce, spoke 
on government ownership of the railroads and impetus that 
would be given to that movement by the adoption by Congress 
of the full crew, six-hour day and other similar bills. James J. 
Hailey outlined plans for a testimonial dinner to Mr. Renshaw 
in recognition of his work on behalf of the shippers of the 
Niagara frontier and as president of the National Industrial 
Traffic League. The dinner will be held at the Hotel Statler, 
December 18. An invitation has been extended to all Mr. Ren- 
shaw’s friends. 


COMMISSION PRACTITIONERS 


The foilowing have been admitted to practice before the 
Commission: Rex W. Boston, Los Angeles, Calif.; Edwin C. 
Boswell, Indianapolis, Ind.; David Brodsky, New York, N. Y.; 
Charles P. Clark, Washington, D. C.; Ray H. Culbertson, Seattle, 
Wash.; Harold Evans, Philadelphia, Pa.; Farris Fish, Matador, 
Tex.; E. Smythe Gambrell, Atlanta, Ga.; Julius L. Goldstein, 
New York, N. Y.; George J. Laikin, Milwaukee, Wis.; Joseph A. 
Lieberman, New York, N. Y.; Alan Loth, Fort Dodge, Ia.; Ralph 
A. Mayer, Detroit, Mich.; J. Francis McCormick, Baltimore, Md.; 
John H. Mitchell, Fort Dodge, Ia.; Henry E. Moore, Washington, 
D. C.; Earl F. Morris, Columbus, O.; John S. Mosby, Lepanto, 
Ark.; Robert S. Palmer, Denver, Colo.; Howard R. Poston, 
Kingsport, Tenn.; John A. Potucek, Wellington, Kan.; Emmet 
W. Rohan, Milwaukee, Wis.; George A. Spencer, Columbia, Mo.; 
Morris Spritzer, New Brunswick, N. J.; Alton E. Stewart, Dallas, 
Tex.; Robt. C. Stockton, Chicago, Ill.; Walter J. Vosika, Minne- 
apolis, Minn., and William Wallace, New York, N. Y. 


EXPRESS INCREASE 


A survey of the operations of 23,000 offices of the Railway 
Express Agency shows an increase of 13.5 in business in Octo- 
ber 1935 over 1934, says a statement from the agency. Largest 
increases were in the industrial, eastern, and central depart- 
ments, where the increases were 15.8 per cent in each case. In 
the southern department the increase was 10.1 per cent and in 
the western department 8.3 per cent. 
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Doings of the Traffic Clubs 





Members of the Traffic Club of Minneapolis held a farewell 
luncheon December 11 at the Nicollet Hotel for R. K. Smith, gen- 
eral agent, Southern Pacific Lines, on his departure for Stockton, 
Cal., to become district freight and passenger agent. The reg- 
ular weekly luncheon meeting of the club was held at the Nicol- 
let Hotel December 12. A motion picture of the Oldsmobile 
proving grounds was shown and there was singing by the Four 
Horsemen, a radio quartette. 





J. L. Keeshin, president, Keeshin Motor Express Company, 
Chicago, will speak on “Motor Truck Transportation and Its 
Ramifications” at a dinner meeting of the Transportation Club 
of Des Moines at the Hotel Fort Des Moines December 16. The 
club will hold a Christmas party for children at the Uptown 
Dance Studio December 20. 





J. D. Whitman, the new president of the San Antonio, Tex., 
Traffic Club, was born in Belton, Tex., August 25, 1889, and 
educated in the public schools there. 
He entered the service of the Santa Fe 
as car clerk at Plainview, Tex., June 
15, 1910, and held various positions at 
that point and elsewhere. He was 
cashier at Plainview and transferred to 
Ralls, Tex., as agent in 1918. Later he 
was transferred to the auditor’s office 
at Amarillo as chief rate clerk and 
from there to Lubbock as chief clerk 
to the local freight agent.. He was 
transferred from Lubbock to Temple in 
July, 1919, as rate clerk in the local 
freight office, promoted to chief clerk 
in June, 1920, and remained in that 
position until June, 1926, when he was 
transferred to the traffic department as 
city freight agent at Waco. He was 
promoted to city freight agent, San Antonio, in July, 1928, and 
held that position until May 1, this year, when he succeeded 
R. H. Deitiker as general agent, Mr. Deitiker being transferred 
to Fort Worth as division freight agent. 








The following officers were elected by the Traffic Club of 
New Orleans at its annual meeting December 9: President, 
J. Walter Hailey; first vice-president, P. E. Golden; second 
vice-president, A. C. Cocke; third vice-president, L. J. Karter; 
secretary, E. C. Marks; treasurer, F. J. Petagna; directors, J. 
W. Allen, T. C. Harper, T. J. Conroy, J. J. Dee and L. A. Mail- 
hes. The officers will be installed at the annual banquet of the 
club early in January, 1936. The club will hold a Christmas 
supper dance at the Southern Yacht Club December 21. 





The Traffic Club of New England held a dinner meeting and 
Christmas party at the Hotel Copley-Plaza December 12. Each 
member attending contributed a toy for distribution by the club 
among needy children. The club has had printed an interesting 
and attractive pamphlet containing the address of the early 
history of the club made at its twenty-fifth anniversary meet- 
ing, October 21, by William P. Libby. 





Following are the chairmen of the standing committees of 
the Associated Traffic Club of America: Education and research, 
G. Lleyd Wilson, Professor of Commerce and Transportation, 
University of Pennsylvania, Philadelphia; finance, Walter Bock- 
stahler, V. P., Transportation Association of America, Chicago; 
membership, D. S. Mackie, A. F. T. M., New York Central 
Lines, Chicago; procedure, T. C. Burwell, V. P. & T. M., A. E. 
Staley Manufacturing Company, Decatur, Ill.; research institute, 
L. C. Sorrell, Professor of Transportation, University of Chi- 
cago; speakers, J. H. Butler, general manager, Department of 
Public Relations, Railway Express Agency, New York. 





At a meeting of the study forum of the Motor City Traffic 
Club of Detroit December 9, O. J. Williford, Jr., lectured on 
rates in southern territory and the southern class rate inves- 
tigation. 





The Traffic Club of Jacksonville, Fla., elected the following 
officers at a meeting at the Mayflower Hotel December 9: Presi- 
dent, O. J. Parish, traffic manager, Seaboard Oil Company; vice- 
president, C. C. Fleming, district freight agent, Mobile and Ohio; 
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secretary-treasurer, James R. Crook, Baltimore and Ohio; men 
bers of the board of governors, M. H. Dorsett, freight trag, 
manager, Atlantic Coast Line; T. F. Curley, district passenger 
agent, Pennsylvania Railroad, and R. J. Healey, traffic manager 
Ford Motor Company. The club held its annual Christmas giy 
ner dance at the Mayflower Hotel December 14. 





The luncheon meeting of the Traffic Club of Houston at th 
Rice Hotel December 10 was motor truck day. Fisher G. Do, 
sey, owner and operator, Patrick Transfer and Storage Company 
vice-president, American Trucking Associations, Inc., was jy 
charge of the program. 





Dr. John B. Dalton, criminologist, St. Paul department o 
police, was the speaker at a luncheon meeting of the Transpo. 
tation Club of St. Paul at the Hotel Lowry December 10. 





The traffic discussion group of the Junior Traffic Club of 
Chicago held a meeting at the Palmer House December jj, 
The evening was spent in considering a number of traffic prob. 
lems submitted by members. 





The Traffic Club of Galveston held a luncheon meeting a 
the Jean Lafitte Hotel December 9. There was musical enter. 
tainment. H. C. Franke was in charge of the program. 





The Twin City Women’s Traffic Club held a Christmas party 
at the Commodore Hotel, St. Paul, December 10. Gifts were 
exchanged and the members contributed gifts of food for Christ. 
mas baskets. There was a program of entertainment. Frances 
Gates was chairman of the committee in charge. 





John J. Bryan, canal traffic agent, Division of Canals and 
Waterways, Department of Public 
Works, New York State, the newly 
elected president of the Capital District 
Traffic Association, served successive 
terms as third, second and first vice. 
president and was also chairman of 
various committees in the Traffic Asso- 
ciation. He has been in state service 
since 1912, when he started as a sten- 
ographer in the education department, 
was transferred to the public works 
department in 1915, and, when a law 
was enacted in 1917, creating a canal 
traffic bureau, he was appointed traffic 
clerk. In 1921 he was appointed as. 
sistant canal traffic agent, and in 1933 
was promoted to canal traffic agent. 
Since his appointment in the canal 
traffic bureau he has seen the tonnage carried on the New York 
State Barge Canal system increase from 1,159,270 net tons in 
1918 (the first year the system was opened for traffic) to 
4,142,728 net ton in 1934, and the tonnage for 1935 has already 
passed the total for the season of 1934. He is a product of 
Albany, N. Y., where he continues to live. He was educated 
in the public and high schools of that city. 








The appearance of T. B. Curtis, general agent, Charleston 
and Western Carolina, Atlanta, Ga., former executive vice-presi- 
dent of the Associated Traffic Clubs of America, before the 
Chattanooga Traffic and Transportation Club, where he was to 
explain the work of the association December 11, was _ post- 
poned to a later date. 





The Kanawha Valley Transportation Club held a meeting 
at Charleston, W. Va., December 5, at which the members of 
the transportation committee of the Charleston Chamber of 
Commerce were guests. S. P. Puffer, secretary, Charleston 
Chamber of Commerce, spoke on the evolution of transportation 
in the Kanawha Valley. R. E. Barnhart, district freight agent, 
Baltimore and Ohio, spoke on the purposes and aims of the 
club. W. F. Steigele, New York Central, presided. J. R. Roy- 
croft, general agent, Chesapeake and Ohio, was appointed chair- 
man of the membership committee, and J. E. Hudson, traffic de- 
partment, American Fork and Hoe Company, was appointed 
chairman of the entertainment committee. 





The annual Christmas party of the Railway Business Wom- 
en’s Association of Cleveland was held at the Chamber of Com- 
merce December 12. Dinner was served, gifts were distributed 
and there were games and contests. Leta Maloney is chairman 
of the club’s committee for making up and distributing Christ- 
mas baskets to the needy. 





S. Clay Williams, chairman, board of directors, R. J. Rey- 
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obacco Company, will be the speaker at the annual din- 
ner of the Winston-Salem, N. C., Traffic Club January 7, 1936. 
The annual meeting and election of officers of the club will be 


held January 3. 


nolds T 





H. C. Lust, Fowler, Ind., commerce counsel, spoke on “The 
Railroads: Whither from Here,” at the annual dinner of the 
Indianapolis Traffic Club at the Lincoln Hotel December 12. 
The affair was designated past presidents’ night and a number 
of the former presidents of the club were guests. There was a 
program of entertainment. The annual meeting and election of 
officers of the club will be held January 9, 1936. 





The Traffic Club of Cleveland will hold a Christmas luncheon 
meeting at the Hotel Cleveland December 16. T. F. Cahill, chair- 
man of the entertainment committee, is in charge of arrange- 


ments. 


At the annual meeting of the Traffic Club of Detroit at the 
Book-Cadillac Hotel December 7 the following officers were 
elected: President, C. A. Skog, Grand Trunk Railway System; 
vice-president, L. J. Armstrong, Parke, Davis and Company; 
secretary-treasurer, F. H. Wilgus, C. and E. I.; members of the 
poard of governors, F. W. Ditman, C. and O.; H. A. Doeren, 
Ford Motor Company; L. J. Brinkman, New York Central; H. G. 
Skillman, Reading Railway; A. W. Dowds, United States Tire 
Company; H. B. Halsted, Kansas City Southern; F. S. Ross, D. 
and T. S.; F. J. Howell; Elmer R. Terry, Briggs Manufacturing 
Company; J. J. McKnight, B. and O. Dinner was served and 
there was a program of entertainment. 








The Transportation Club of San Francisco held its annual 
Christmas dinner and jinks December 12. 





The board of directors of the Associated Traffic Clubs. of 
America has voted favorably on the applications for member- 
ship of the Traffic Club of the Lehigh Valley and the Traffic 
Club of Brooklyn. The Los Angeles Transportation Club has 
resigned from membership on the grounds that it has no edu- 
cational programs or features and is operating on a social basis 
only. There are now 70 member clubs. 





The Traffic Club of Cincinnati has addressed letters to the 
Ohio members in Congress expressing opposition to the Wagner 
bill. 





The following clubs have ratified the resolution opposing 
the Wagner bill adopted at the recent Indianapolis meeting of 
the Associated Traffic Clubs of America: Miami Valley Traffic 
Club, Traffic Club of Cleveland, Traffic Club of Tulsa, Oklahoma 
City Transportation Club, Charlotte, N. C., Traffic and Trans- 
portation Club and Junior Traffic Club of Chicago. 





The Traffic Club of Chicago held a hockey luncheon in the 
club dining room, Palmer House, December 11. Members of the 
Chicago Blackhawk hockey team, sports writers and officials 
were guests. Joe Farrell, public relations counsel for the 
Blackhawks, was toastmaster. 





The Women’s Traffic Club of Philadelphia held a dinner 
dance at the Hotel Rittenhouse December 14. The club is plan- 
ning a card party for February 11, 1936. The holiday issue of 
the club’s publication, the Traffic Dame, contains a number of 
articles on transportation subjects by members of the club as 
well as a report on the Indianapolis meeting of the Associated 
Traffic Clubs of America by Flora C. Huf. 





The South Bend, Ind., Transportation Club will hold its an- 
nual Christmas dinner dance at the Jefferson Plaza Hall De- 
cember 17. 





The Birmingham Traffic and Transportation Club will hold 
a luncheon meéting at the Tutwiler Hotel December 17. John E. 
Edgerton, president, Southern States Industrial Council, will 
speak. The business of the meeting includes the appointment 
of a nominating committee. Election of officers will take place 
in February of next year. 





David T. Lamond, treasurer, Lee and Simmons, Inc., and a 
member of Mayor LaGuardia’s port and terminal committee, 
addressed the Women’s Traffic Club of Greater New York on 
“Foreign Commerce” at its meeting December 10. Mr. Lamond 
reviewed the history and development of foreign commerce from 
its earliest days and then described the present situation in 
foreign trade, praising Secretary of State Hull as the outstand- 
ig man of the administration because of his foreign trade 
Policy. Mr. Leonard took a definite stand in favor of reciprocal 
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trade treaties as carrying out the cardinal principle of barter 
between nations as a means of establishing prosperity. 





Edward C. Forster, vice-chairman of the traffic committee 
of the Metropolitan Traffic Association of New York, was the 
speaker at the association’s meeting December 13. Mr. Forster’s 
subject was “Current Events in Traffic.” He outlined recent 
developments in rate regulation, the situation as regards the 
motor carrier act, and progress made in truck rate structure, 
classification and tariff bureaus. 





Enrollment in the elementary and advanced study groups 
of the Transportation Club of Peoria has reached 100, divided 
about equally between the two classes. The elementary group 
meets the first, second and third Mondays of each month, the 
advanced group on the fourth Monday. The two groups will unite 
the evening of February 3, 1936, for a showing of the film 
“Flying the Lindbergh Trail.” 





The Women’s Traffic Club of Metropolitan St. Louis will 
hold a Christmas party at the Sayman Town Club December 
19. Guests at the party will be 75 girls and women from the 
Shelter Home. Irene Schuepbach, Western Pacific, is in charge 
of arrangements. Christmas charities have been among the 
major activities of the club. Last year it prepared and dis- 
tributed 1,200 Christmas baskets. 





R. F. Miller, traffic manager, The Hoover Company, was 
elected president of the Canton, Ohio, Traffic Club at the an- 
nual dinner meeting at the Courtland Hotel December 3. Other 
officers elected were: First vice-president, J. A. Prince, Penn- 
sylvania Railroad; second vice-president, J. Frank Corbin, Tim- 
ken Roller Bearing Company; secretary, L. D. Ellis, United Iron 
and Metal Company; treasurer, H. I. Richards, Pennsylvania 
Railroad; members of the board of governors, R. E. Wise, Hy- 
gienic Products Company; Riss A. Weiss, Stark Brick Company; 
E. J. Hufler, Milcor Steel Company; D. V. McElhenie, Wheeling 
and Lake Erie, and E. J. Crampton, Baltimore and Ohio. Dr. 
Emory Ross, foreign missionary, spoke on Ethiopia. Walter S. 
Ruff, state senator, was toastmaster. Paul Sprunk, president, 
Central Ohio Traffic Club, and T. J. Dowdell, president, Cleve- 
land Traffic Club, were guests. 





The Transportation Club of Evansville, Ind., will hold its 
annual meeting at the Vendome Hotel December 18. Officers 
will be elected. Dinner will be served and there will be awards 
of honorary memberships. There will be a program of enter- 
tainment and singing of Christmas carols. 





The annual meeting and election of officers of the Washing- 
ton, D. C., Transportation Club will be held at the Hotel Raleigh 
December 19. Dinner will be served. 


ADDITIONAL OPERATING STATISTICS 


The Commission, by division 4, has required class I steam 
railways to enlarge their operating statistics from and after 
January 1 next. It has revoked its orders of December 31, 1920; 
January 10, 1922; November 20, 1924; December 31, 1927; Jan- 
uary 22, 1929, and December 26, 1929, dealing with railway operat- 
ing statistics so as to make way for the new order. 

It has required two new sets of figures as to the performance 
of locomotives in yard service and of motive power and car 
equipment. The new forms are designated as OS-C as to yard 
service and OS-F as to motive power and car equipment per- 
formance. 

In addition it has required the carriers with the beginning 
of the new year to make a greater break-down of items required, 
for instance, in OS-A. Train miles are to be broken down in 
“ordinary” and “light.” Locomotive-miles, in road service, are 
to be broken down so as to show “helper miles” in addition to 
“principal” and “light.” Train switching locomotive miles are 
to be broken up so as to show performances by coal locomotives 
or oil burning locomotives and electric locomotives. Locomotive 
and tender gross ton-miles are to be broken down so as to show 
figures for coal, oil and electric motors. Similar break-downs 
are to be shown, too, in respect to passenger service. 

These are not the only changes that have been made in the 
details to be shown but are believed to be illustrative. 


REPRESENTATION OF EMPLOYES 


The National Mediation Board has certified that the Brother- 
hood of Maintenance of Way Employes has been designated to 
represent the maintenance of way employes of the Jacksonville 


Terminal Co. 
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EVERY STEP 
From Start to Finish 


In Both Freight Rate and 
Classification Change 


Is Now Promptly Told of 


The Traffic Bulletin 


The Information Regularly Carried in This 
Publication Includes the Following: 


1. Central Freight Association Decket 
2. Central Freight Association Hearings 
3. Central Freight Association Coal, Coke & Iren Ore Decket 
4. Eastern Commodity Rate Revision Cemmittee Hearings 
5. Illinois Freight Association Docket 
6. Natienal Diversion and Reconsignment Committee Hearings 
7. National Perishable Freight Committee Docket 
8. New England Freight Association Docket 
9. New England Freight Association Hearings 
10. Southern Freight Association Docket 
11. Southern Freight Association Dispositions 
12. Southern Freight Association Coal & Coke Committee Docket 
13. Southern Perts Foreign Freight Committee Docket 
14. Southwestern Freight Bureau Decket 
15. Southwestern Freight Bureau Hearings 
16. Texas-Louisiana Tariff Bureau Docket 
17. Transcontinental Freight Bureau Applications 
18. Transcontinental Freight Bureau Dispositions 
19. Trunk Line Association Decket 
26. Trunk Line Association Hearings 
21. Trunk Line Coal & Coke Committee Docket 
22. Trunk Line Coal & Coke Committee Hearings 
23. Western Trunk Line Docket 
24. Western Trunk Line Hearings 
25. Western Trunk Line Dispositions 
26. Joint Hearings of Rate Committees 
27. Fourth Sectien Applicatiens 
28. Fourth Section Orders 
29. Sixth Section Applications 
30. Sixth Section Permissions 
31. New Tariffs and Supplements Filed with the I. C. C. 
32. Tariffs Rejected by the I. C. C. 
33. Investigation and Suspension Orders 
34. Suspension Orders Vacated 
35. Released Rate Orders 
36. Express Tariffs Filed with the I. C. C. 
37. Shipping Board Bureau Tariffs—Intercoastal 
38. Shipping Board Bureau Tariffs—Other than Interceastal 
39. Shipping Board Bureau Short Notice Applications 
40. Shipping Board Bureau Short Netice Permissions 
41. Shipping Board Bureau Suspensien Orders 
42. Shipping Board Bureau Orders Vacating Suspension 
43. Tariffs Returned by the Shipping Board Bureau 
44. Consolidated Classification Docket 
45. Express Classification Docket 
46. Adoption Notices 
47. Address ef Railroads and Steamship Lines Filing First Tariff 
48. Embargo Notices, Medifications and Cancellations 











And similar information with respect to truck 
transportation as soon as the new motor carrier 
regulation law becomes effective. 


Samples and full information free on request 


The Traffic Service Corporation 


Publishers THE TRAFFIC WORLD 
418 South Market St., Chicago 
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Personal Notes 





Paul D. Taylor has been appointed traffic manager for Tow 
for the procurement division of the U. S. Treasury Departmen 
with headquarters at Des Moines. 

A. E. Hueneryager has been appointed traffic manager fy 
Zion Industries, Inc., Zion, Ill., successor company to Zion Insti. 
tutions and Industries, Inc., of which he was traffic manage, 

Frank G. Moore, in addition to his duties as traffic manager 
of the Southern Alkali Corporation, Barberton, O., has _ bee) 
appointed division traffic manager for the Columbia Chemicaj 
Division of the Pittsburgh Plate Glass Company and the Colum. 
bia Alkali Corporation. 

Joseph W. Brennan has been appointed general agent for 
the Chicago, Burlington and Quincy at New York to succeed 
H. K. Miles, who retired. F. J. Conrad has been appointed 
foreign freight agent for the same railroad at Chicago. 

R. W. Vermillion has been appointed southeastern repre. 
sentative of the perishable division of the Freight Container 
Bureau, Association of American Railroads, at Jacksonville, Fla, 
His territory includes Tennessee, North and South Carolina, 
Georgia, Alabama, Mississippi, Florida and that part of Louigi- 
ana east of the Mississippi River. 

Charles H. Ewing, president of the Reading Company and 
the Central Railroad of New Jersey, died at Philadelphia Decen- 
ber 8. 

Captain W. W. Waters, general freight agent for the French 
Line at New York, has been appointed western representative 
for that line with headquarters at Chicago. 

G. G. Baron has been appointed passenger manager for the 
Waterman Steamship Company at New Orleans. 

Samuel T. De Witt was reelected president of the New 
Orleans Steamship Association at the annual meeting of that 
organization. Others reelected were: Vice-president, E. E. Lam- 
berton; treasurer, R. E. Tipton; counsel, G. H. Terriberry. 

Richard O. Davies has been appointed commercial agent for 
the Mississippi Valley Barge Line Company at St. Louis. 

Mantis J. Van Sweringen, railroad magnate, who with his 
brother, Oris P., controlled the Nickel Plate, the Chesapeake 
and Ohio, the Missouri Pacific, and other railroads, died at his 
home in Cleveland December 12.. 

Paul J. Stenger was elected resident of the Passenger Club 
of New Orleans at a meeting December 7. B. J. Grenrood was 
elected vice-president and A. P. Hardy secretary-treasurer. 

Gould F. Lavender, traffic manager, Trimble Brothers, mem- 
ber of the board of directors of the Omaha Traffic Club and 
chairman of its educational committee, died at his home in 
Omaha December 12. 

The alumni association of the Traffic Managers’ Institute 
of New York will hold a Christmas party at Child’s Restaurant 
December 20. Wives and children of the, members will be 
guests. Eric E. Ebert, commerce counsel, Newark, N. J., and 
W. Spencer Palmer, assistant general freight agent, Panama- 
Pacific Lines, were the speakers at the November meeting of the 
association. More than 200 attended. 

S. J. Klein has been appointed assistant traffic manager in 
charge of solicitation for the Pittsburgh and West Virginia at 
Pittsburgh. 





Digest of New Complaints 





No. 27242, Royal Crystal Salt Co., Salt Lake City, Utah, vs. America 
Transportation Co. et al. 

Rates, common salt (sodium chloride), Saltair Junction, Utah, 
to points in Calif., Colo., Ida., Mont., Nev., Ore., N. M., S. D., 
Wash., in violation of sections 1, 2 and 3, the undue preference 
alleged being for producers at San Francisco, Newark, Baumberg 
and Alvarado, Calif., and other points in the San Francisco Bay 
district. Ask new rates and reparation. (H. W. Prickett, practi- 
tioner, 428 S. West Temple St., No. 7, Salt Lake City, Utah.) 

No. 27243, Ogden Livestock Exchange et al., Ogden, Utah, vs. A. T. 
& S. F. et al. 

Rates, cattle, calves, hogs, sheep in single-deck cars, and _ hogs, 
calves and sheep in double-deck cars, between points in Mont., 
on the one hand, and points in Calif. and Nev. on the other, 
when constructed on a combination basis in violation of section 1 
Ask new rates. (James H. Phelps, t. m., Union Stock Yards, 
Ogden, Utah.) 

No. 27244, National Electric Products Corporation, Pittsburgh, Pa., 
vs. A. T. & 8. F. et al. 3 

Rates, conduit pipe and fittings, Economy, Pa., to points_m 
Kan., Mich., Minn., Mo., and Neb., in violation of section 6. De- 
fendants have filed suits for the collection of additional charges. 
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PORT 
ALBANY 
Newest Inland 
North Atlantic Seaport 


Within 250 miles there reside :— 


One-third of the population of the United States. 


The richest producing population in the United 
States. 


The greatest consuming population in the United 
States. 





Harbor—30 ft. deep with 1,000 ft. turning basin; 
143 miles from sea. 


Channel—27 ft. deep; in unobstructed tidal river. 
Docks—5,000 ft. with shipside trackage. 
Sheds—Sprinkler protected fireproof construction. 
Grain Elevator—13,000,000 bu. storage. 
Accessible to 85% of world’s ocean carriers. 


Port District Railroad connecting with trunk rail- 
roads serves water front. 


Industrial Area—pavement, water, sewers; power 
and rail facilities. 


For complete information address: 


Albany Port District Commission 
74 Chapel Street, Albany, N. Y. 









Vol. LVI, No, 


Complainant asks for cease and desist order and award of dan, 
ages. (L. V. Brandt, practitioner, 1018 S. Wabash Ave., Chicag, 
No. 27245, Northeastern Warehouse Co., Philadelphia, Pa., vs. Reag. 
ing oOo. 
_ Switching charges at Philadelphia on grain and grain produc 
including malt, sugar and other commodities, in violation of ge 
tions 1, 2 and 3, the undue preference alleged being for competito, 
also situated in Philadelphia. (Harold Evans, atty., 1000 Proyj. 
dent Trust Bldg., Philadelphia, Pa.) 


No. 27246, U. S. S. Lead Refinery, Inc., Boston, Mass., vs. Boston % 
Albany et al. 
Rates, bismuth metal and metallic cadmium, Grasselli, Ind., ty) 
Peru, Ill., Detroit, Mich., Malden, Mass., Keasby and Rahway, y 
J., Cincinnati, O., Waterbury and Bridgeport, Conn., in violatio, 
of sections 6 and 16, the carriers having declined to refund to th 
basis of rates on drugs, medicines, chemicals or toilet preparation; 
except perfumery. Asks reparation. (A. M. Cheney, C. W. Wi. 
kins, George W. Cushing, Attys., 920 Continental Bank Bldg., Sa} 
Lake City, Utah.) 


No. 27247, Brooks-Scanlon Corporation, Foley, Fla., vs. A. C. L. et aj, 

Rate, sawdust, Foley to Chicago, Ill., in violation of sections | 

2 and 3, the undue preference alleged being for shippers able tj 

forward their sawdust from Donaldsonville, Ga., on a lower rate. 
Asks reparation. (J. S. Foley, Foley, Fla.) 


No. 27248, Hutton & Bourbonnais Co., Hickory, N. C., vs. Southern 
et al. 
Rates, lumber, box shooks and other forest products, Hickory 
to points in Ohio and Michigan in violation of sections 1 and 3, 
the undue preference alleged being of competitors at points in N. 
c., S. C., Ga., and Ala. Ask new rates and reparation. (J. f 
Tuggle, practitioner, 293 North Parkway, East Orange, N. J.) 


No. 27249, Prentiss Wabers Products Co., Wisconsin Rapids, Wis., ys, 
Cc. & N. W. et al. 

Rates, iron and steel articles, points in the Chicago district to 
Wisconsin Rapids, in violation of sections 1 and 3, the undue pref- 
erence alleged being for competitors at Minneapolis and St. Paul, 
Minn., the latter having the same rates as the complainant al- 
though, as complainant alleges, the hauls to St. Paul and Minne- 
apolis are greater than to Wisconsin Rapids. Asks new rates and 
reparation. (L. V. Brandt, practitioner, 1018 So. Wab. Ave, 
Chicago, Ill.) 








Docket of the Commission 





NOTE—Items in the Docket marked with an asterisk (*) have 
been added since the last issue of The. Traffic World. New assign- 
ments now on the Commission’s docket of dates later than herein 
shown will not bear asterisks when they do appear. Cancellations 
and postponements announced too late to show the change in this 
Docket will be noted elsewhere. 


December 16—Washington, D. C.—Oral argument: 
26869 and subs. 1, 2, 3 and 4—Bisbee Linseed Co. vs. B. & O. et al. 
26879 and sub. 1—Bisbee Linseed Co. vs. C. R. R. Co. of N. J. et al. 
an 16—New York, N. Y.—Hotel Pennsylvania—Examiner Kon- 
gsberg: 
26852—-Abbotts Dairies, Inc., vs. M. St. P. & S. S. M. et al. 
December 16—Dallas, Tex.—Baker Hotel—Examiner Archer: 
* 1. & S. No. 4159 and ist sup. order—Cotton in the southwest. 
* 27238—Compression and concentration of cotton in Texas. 


December 16—Washington, D. C.—Examiner R. R. Molster: 

Finance No. 10980—Application East Washington Railway for au- 
thority to acquire and operate the line of railroad extending from 
Seat Pleasant, Prince Georges county, Md., to Chesapeake Junc- 
tion (Deanewood), D. C., and to issue securities. 


December 17—Washington, D. C.—Oral argument: 
26918—Union Iron Works vs. N. Y. C. et al. 
26927—Hickman Lumber Co. vs. D. & R. G. W. et al. 
Seoemee 17—New York, N. Y.—Hotel Pennsylvania—Examiner Kon- 
gsberg: 
19325—Southern Cotton Oil Co. vs. A. & R. et al. (further hearing). 
ee 18—New York, N. Y.—Hotel Pennsylvania—Examiner Kon- 
gsbere: 
27067—Geo. Allison & Co. et al. vs. Norfolk Southern et al. 


December 18—Washington, D. C—Examiner C. A. Bernhard: 
Fourth Section Application No. 16100—To establish and maintain 
rates on bituminous coal, carload, from points in the Clearfield, 
Cumberland-Piedmont, Meyersdale and related origins to points 
in Mass.—Filed by N. Y. N. H. & H. 
Seaaner 19—New York, N. Y.—Hotel Pennsylvania—Examiner Kon- 
gsberg: 
27086—Hartford-Empire Co. et al. vs. N. Y. N. H. & H. et al. 


December 19—Washington, D. C.—Examiner L. Way: 
Fourth Section Application No. 16076—Bituminous coal from Clear- 
field district to Niagara frontier. Filed by the N. Y. C. 


December 20—Washington, D. C.—Examiner Molster: 

* Finance No. 11014—Joint application of Louisville & Nashville and 
South East and St. Louis Railway Co. for authority to the former 
company to acquire the properties of the latter company. 


December 20—Washington, D. C.—Examiner Harris: 
Fourth section application No. 16079—Agricultural implements to 
Ida, Ore., and Utah. Filed by L. E. Kipp, W. S. Curlett and 
B. T. Jones. 
January 3—Washington, D. C.—Examiner Konigsberg: 
22968—Borden Southern Co. vs. N. C. & St. L. et al. 
January 6—Chicago, Ill.—Sherman Hotel—Examiner Trezise: 
* 27107 and Sub. No. 1—Illinois Coal Traffic Bureau vs. Alton et al. 
January 6—Lake Charles, La.—Majestic Hotel—Examiner Griffin: 
Fourth section application No. 15994—Wooden handles to Lake 
Charles, La., and Texas ports. Filed by F. A. Leland. 
Fourth section application No. 16038—Commodity rates to and from 
Lake Charles, La. Filed by F. A. Leland. 
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Hickore Replace old filing equipment with Automatic Tariff Files, 

1 and | or, add them as you buy new equipment and two benefits 

ts in N will occur immediately. 

ILE 

- J.) First, Automatic equipment will add twenty percent to 

Vis., vs, the file capacity of every square foot of floor space used. 

a r- _ Second, Automatic exclusive, non-jamming, and eye-level, 

t. Paul, ? -seen index features will speed up the handling of tariffs. 

ant al- he filing section of the department will operate more 

AMinne. smoothly than ever before, without annoyance; your tariffs 

; ys will be in better shape and last longer. And, the department 

will be saving money. 

meshes We would like to tell you about these filing features in 
detail—just drop us a line and say that you would like to 
have the information. You should have the details, if only 

Nn for future reference. 

‘etme Traffic Department 

) have 

Je AUTOMATIC FILE & INDEX COMPANY 

lations 629 W. Washington Blvd. Chicago, Ill. 
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If you have not already interested your- 
ing). self in Oriental markets, consider them. 
<on- Ask any agent of the American Mail Line 


about any port in the Orient. These men, 
through years of experience, know every 
phase of exporting and importing and can 
give you complete 
President Liners run on regular schedule, 
leaving Seattle every other Saturday and 


tain and correct information. 
ield, 
mic arriving in Seattle every other Tuesday. 

In addition, a fleet of fast cargo liners gives 
regular frequent service to Japan, China, Hong- 
kong and the Philippines. 


-on- 


For information, apply desk No. 6 
21 West Street 
1714 Dime Bank Bldg 
110 So. Dearborn St 
Union Trust Bldg. Arcade 
General Freight Office 
740 Stuart Building 


Fast Freight and Passenger Service 


AMERICAN 
-} ff MAIL LINE 


76 offices in 22 countries at your service 


2ar- 


and 
ner 


The Traffic World 








PAGE 1049 


PORT 
HOUSTON 


Key City of the Southwest 


The eyes of the Nation's industrial and ship- 
ping interests are on Houston, where 18 
Railroads meet 87 Steamship Lines. 


Port Houston, with 50 miles of deep water 
frontage, offers ideal sites to industries seeking 


easy access to the sea and speedy rail trans- 
portation inland at low rates. Fuel costs are 
low... whether oil, natural gas or electricity. 
Weather conditions are fine the year ‘round, 
and there is plenty of labor available. 


Send for a copy of the Houston Port Book. 
It contains latest statistics and information on 
shipping, export and commerce. Every in- 
dustrial head or traffic executive should have 
this book on his desk to keep him accurately 
informed of new developments in shipping 
and industry in the Southwest. 


A request on your business letterhead for the 
Houston Port Book will place you on our 
mailing list. 

Address: 


J. Russell Wait 
Director of the Port 





Written Especially for You 
++» 64-page book on TRAFFIC MANAGEMENT 


Read about “The Traffic Manager who Saved his Year’s 
Salary in a Month”—“The Story of a Town that Hired a 
Traffic Manager’’—the new opportunities in the Traffic field 
—and the simple, scientific home-study training, prepared in 
collaboration with 175 of America’s foremost traffic author- 
ities, which can qualify YOU to assume the well-paid, im- 
portant management duties every ambitious man wants! 
LaSalle has prepared this elaborate, illustrated booklet in 
order to tell you, without obligation, how to realize a real 
career in Transportation. It is informative and valuable for 
clerk and Traffic Manager alike—and it is yours for the 
asking. So write for it today. 


Address Dept. 1295-T 
LaSalle Extension University, Chicago, Ill. 
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UNITED 


between 


NEW YORK, 
BOSTON, 
NEW ORLEANS, 
Los ANGELES HARBOR, 
SAN FRANCISCO, ann ST. JOHNS, N. B. 


AND 
CUBA, JAMAICA, PANAMA, COLOMBIA, COSTA 
RICA, GUATEMALA, HONDURAS, BRITISH 
HONDURAS, NICARAGUA, EL SALVADOR 
also 


WEST COAST PORTS of CENTRAL end SOUTH AMERICA 
and MEXICO (transhipment at CRISTOBAL) 


FREIGHT TRAFFIC DEP’T 


Pler 3, North River New Orleans 821 St. Charles St. 
111 W. Washington St. St. John, N. B....H. E. Kane & Ce. 

1001 Fourth Street Lendon, England 
Long Wharf Ageney, 69 Old Broad Street 


Also regular weekly powenver service (and “Guest Cruises”) 
to the West Indies and Caribbean. 





EXPORTERS: IMPORTERS: 
COASTWISE SHIPPERS: 


For Quick Dispatch — Efficient Service — 
Economy in Time and Money—ROUTE VIA 


PORT of GALVESTON 


GALVESTON WHARF COMPANY 


Established 1854 


Geo. Sealy, President F. W. Parker, V.P. & G.M. 
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MOOREMACK GULF LINES 


SEMI-WEEKLY SAILINGS 
PHILADELPHIA TO NEW ORLEANS 


WEEKLY SAILINGS 
From BOSTON, BALTIMORE, TAMPA to NEW ORLEANS 
From PHILADELPHIA and BALTIMORE to MOBILE 
From NEW ORLEANS to TAMPA, PHILADELPHIA, 
BALTIM NEW BEDFORD end BOSTON 
W BEDFORD, BOSTON and PHILADELPHIA 


From MOBILE to 
From TAMPA to PHILADELPHIA and ON 
Between NEW ORLEANS, HOUSTON and CORPUS CHRISTI 


MOORE and McCORMACK, Inc., Agents 


NEW YORK, 5 Broedway PHILADELPHIA, Bourse Bldg. 
BALTIMORE, Seaboard Bldg. NEW ORLEANS, Whitney Benk Bldg. 
Soe OE 
sg. le 
SL Sue Rome boo ee PITTSSURGH, Oliver Bids. 
4 way ig. s ‘emple , 
MEMPHIS, Exchange Bidg. HOUSTON, State Ben 
CORPUS CHRISTI, Nixon Bldg. MOBILE, Merchents Bock Bide 
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Vol. LVI, No. 


The Traffic World 


January 6—Lima, O.—Barr Hotel—Examiner Mattingly: 
* 27121—Ohio Steel Foundry Co. vs. C. B. & Q. et al. 
January 6—Louisville, Ky.—Brown Hotel—Examiner J. E. Smith: 
* 27169—Stearns Coal & Lumber Co., Inc., vs. A. & R. et al. 
January 6—Washington, D. C.—Examiner C, Edward Leasure: 
* Air Mail Docket No. 12—Central Airlines, Inc., vs. Pennsylvanig 
Airlines & Transport Co. 
January 7—Port Arthur, Tex.—Goodhue Hotel—Examiner_ Griffin; 
Fourth section application No. 15965—Salt from Grand Saline, Tq 
—Filed by K. C. S. 
January 7—Pittsburgh, Pa.—Federal Bldg.—Examiner Armes: 
* 27013—Joseph Horne Co., et al. vs. B. & O. et al. 
January 7—Dayton, O.—U. S. Court Rooms—Examiner Mattingly; 
* 27173—Dayton Malleable Iron Co. vs. B. & O. et al. 
January 7—Pittsburgh, Pa.—Federal Bldg.—Examiner Armes: 4 
* 1. & S. 4160—Lime and limestone routed through New York state 
January 8—Washington, D. C.—Argument: 
Finance No. 9791—Southern Pacific proposed abandonment. 
Valuation No, 1082—The Pullman Co. 
January 8—Pittsburgh, Pa.—Federal Bldg.—Examiner Armes: 
* 27131—Gentile Bros Co. vs. C. N. O. & T. P. et al. : 
January 8—Cincinnati, O.—Netherland Plaza—Examiner Mattingly; 
* 27179—S. A. Gerrard Co. et al. vs. A. C. & Y. et al. 
January 9—Washington, D. C.—Argument: | 
9200—Railway Mail Pay (Georgia & Florida R. R., W. V. Griff 
and H. W. Purvis, receivers). . 
25699—Hugh M. Morris and James H. White, receivers, for Southerg 
Natural Gas Corporation vs. A. & S. et al. 
January 9—Philadelphia, Pa.—Chamber of Commerce 
aminer Macomber: : : 
* 27211—Krebs Pigment & Color Corporation vs. Pennsylvania et al) 
January 10—Washington, D. C.—Argument: : F 
1. & S. 4035—Lumber between points in official territory. 
26402—Weyerhaeuser Timber Co. vs. Pennsylvania et al. 


Rooms—Ex. 


«January 10—El Paso, Tex.—Paso Del Norte Hotel—Examiner Griffin; 7 


* 1, & S. 4154—Merchandise between Texas Gulf ports and Texas, 

January 10—Indianapolis, Ind.—U. S. Court Rooms—Examiner Mat. 
tingly: 

* 27091—Horace E. Hall vs. Missouri Pacific et al. 

January 10—Boston, Mass.—Hotel Lenox—Examiner Macomber: 

* 27177—Rhode Island Malleable Iron Works vs. N. Y. N. H. & 
et al. 

* 27176—Colley-Woods Co. vs. N. Y. N. H. & H. et al. 

January 10—Memphis, Tenn.—Peabody Hotel—Examiner J. E. 

* 25022—Missouri Cotton Oil Co. et al. vs. G. M. & N. et al. 

January 10—Cleveland, O.—Hotel Statler—Examiner Armes: 

* 26332—-Draper Manutacturing Co. vs. N. Y. C. et al. 

January 11—Detroit, Mich.—Hotel Fort Shelby—Examiner Armes: 

* 27060—A. J. Bloomgarden & Sons, Inc. vs. Pennsylvanta et al. 

January 11—St. Louis, Mo.—Hotel Coronado—Examiner Mattingly: 

* 1, & S. 4157—Vegetable oils transited at St. Louis. 

January 13—Muskegon, Mich.—U. S. Court Rooms—Examiner Armes; 

* 27186—Greater Muskegon Chamber of Commerce (for the Central 
Paper Co.) vs. Pere Marquette et al. 

January 13—Phoenix, Ariz.—Arizona State Bldg.—Examiner Griffin: 

* 27122—M. O. Best Co. et al. vs. Alton et al. 

January 13—Schenectady, N. Y.—Federal Bldg.—Examiner Macomber; ° 

* 27148 and sub. Nos. 1, 2, 3 and 4—Buff Fuel & Oil Corporation et al 
vs. D. & H. et al. 

January 13—El Dorado, Ark.—Federal Bldg.—Examiner J. E. Smith} 

* 27165—MacMillan Petroleum Corporation vs. A. & S. et al. 

January 14—Washington, D. C.—Examiner C. A. Bernhard: ; 

Fourth section application No. 16008—Feldspar from North Carolina 

—Filed by J. E. Tilford. 

January 14—St. Louis, Mo.—Hotel Coronado—Examiner Mattingly: 

* 26807—Fuhrer Ford Milling Co. et al. vs. A. G. S. et al. 


January 15—Washington, D. C.—Argument: ; 
20769—In re refrigeration charges on fruits, vegetables, berries and 
melons from the west. 


January 15—Milwaukee, Wis.—Hotel Wisconsin—Examiner Armes: 
* 27106—Connor Lumber & Land Co. vs. Ann Arbor et al. 

* 27223—Connor Lumber & Land Co. vs. A. C. & Y. et al. 

* 27192—Connor Land & Lumber Co. vs. Ann Arbor et al. 


January 15—Los Angeles, Calif.—Rooms of Calif. R. R. Commission, 
State Bldg.—Examiner Griffin: 

* 27143—Port Orford Cedar Products Co. et al. vs. A. & B. B. et al. 

January 15—New York, N. Y.—Hotel Pennsylvania—Examiner Ma- 
comber: 4 

* 26595 and Sub. Nos. 1 and 2—Socony-Vacuum Oil Co., Inc. (Succes- 
sor in interest to The Vacuum Oil Co., Inc.) vs. Lehigh Valley 
et al. (further hearing). 


January 15—Washington, D. C.—Examiner Curtis: 
* 26648—National Utilization Corporation vs. Erie et al. 


January 16—New. York, N. Y.—Hotel 
comber: 

* 27191—United Wall Paper Factories, Inc., vs. 
al. 

* 27200—Standard Gas Equipment Corporation vs. C. B. & Q. et al. 


Mo.—Chamber of Commerce Rooms—ExX- 


Smith: 


Pennsylvania—Examiner Ma- | 


Central of Georgia et 


January 16—Kansas City, 
aminer Mattingly: 

* 26785—Colorado Milling & Elevator Co. vs. A. & S. et al. 

* 26809—Southwestern Millers’ League et al. vs. A. T. & S. F. et al | 


January 17—San Francisco, Room 237 


Calif.—Merchants Exchange, 
—Examiner Griffin: 
* @4457—Crown Willamette Paper Co. vs. S. P. et al. 
* 27159—Washington Pulp & Paper Corporation vs. S. P. et al. 


January 17—Minneapolis, Minn.—Hotel Nicollet—Examiner Armes: 
* 27229—Butler Bros. Inc., vs. A. T. & S. F. et al. 


January 17—San Francisco, Calif.—Merchants Exchange, Room 237— 
Examiner Griffin: ; 
* 27152—National Paper Products Co. vs. Trona Railway et al. 





ALWAYS ON TIME 


? 


M ers as Santa Claus is always on time for good boys and 
girls, so is Precision Transportation always on time for ship- 
pers and receivers of merchandise freight that moves between 
the Virginias and Carolinas and the Midwest and between the 


North and the South. 
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PAGE 1052 


If time is worth money to you— 
you should be a subscriber to 


THE DAILY TRAFFIC WORLD 
and TRAFFIC BULLETIN 


Because the DAILY reduces to a minimum 
the valuable time between the taking of any 
action by the Commission, the Shipping 
Board Bureau, shippers or carriers, and the 
delivery of full information into your hands. 
That is why so many railroad and industrial 
traffic men are regular DAILY subscribers. 


They know they can depend on the DAILY 
to bring them first news of the decisions and 
proposed reports in which they have a 
special interest. They know it will keep 
them in touch with the hearings in important 
cases—justas ifthey had their own represent- 
ative at the Commission, or Shipping Board 
Bureau, or at meetings elsewhere, to keep 
them posted. 


They know too, that when they want a copy 
of a decision or report, or detailed informa- 
tion about any rate matter or proceeding, 
they can write or wire our Special Service 
Department—and get it quickly. 


The DAILY service is the busy traffic man’s 
right hand man. It is the ideal combination 
of a prompt, all-inclusive news service and 
a complete group of personal, intelligent 
traffic services. Ask any subscriber, and he 
will tell you that it takes the place of an 
expert traffic assistant at a fraction of the 
expense. 


The cost is reasonable because it is spread 
_over a large number of organizations whose 
service requests are ‘‘grouped”’ to minimize 
expense. 


Ask us to place your name on the DAILY 
mailing list for two weeks, without obliga- 
tion, and to send you complete information 
about the special services which are in- 
cluded with every subscription. 


THE DAILY TRAFFIC WORLD 
and TRAFFIC BULLETIN 


Published by 


The Traffic Service Corporation 


418 Soath Market Street 
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dager! A 17—New York, N. Y.—Hotel Pennsylvania—Examiner Ma. 
comber: 
* 27220—Norge Corporation vs. Long Island Railroad Co. 
January 18—Washington, D. C.—Argument: 
26650—American Fruit Growers, Inc., et al. vs. A. C. & Y. et aj, 
January 20—Washington, D. C.—Argument: 
Fourth Section Application 15834—Automobiles and chassis from 
points in Michigan to Chicago, IIl. 
* 26720 and Sub. No, 1—W. H. Bintz Co. et al. vs. A. & S. et al, 
January 20—San Francisco, Calif—Merchants Exchange, Room 237_ 
Examiner Griffin: 
* 27156—Crown Willamette Paper Co. vs. S. P. 
* 27158—Crown Willamette Paper Co. vs. S. Ly & S. et al. 
* 27196—Crown Willamette Paper Co. vs. S. P. et al. 
January 20—Sioux City, Ia.—Warrior Hotel—Examiner Mattingly: 
* 27205—Sioux City Seed Co. vs. B. & O. et al. 
January 21—Washington, D. C.—Examiner W. J. Harris: 
* "> section apPlication No. 14654—Transcontinental rates—Fileg 
by H. G. Toll 
January 21—Washineton, D. C.—Argument: 
26930—M. Fine & Sons Manufacturing Co., Inc., vs. B. & M. et aj, 
January 21—Savannah, Ga.—U. S. Court Rooms—Examiner J, §, 
Smith 
* 27208 tiendrix Mill & Lumber Co. et al. vs. S. A. L. 
January 21—Chicago, Ill.—Hotel Sherman—Examiner Armes: 
* 27212—Eastern Foundry Co. vs. C. R. R. of N. J. et al. 
January 21—San Francisco, Calif.—Merchants Exchange, Room 237~ 
Examiner Griffin: 
* 27153—Rainier Pulp & Paper Co. vs. Port Townsend Southern Rail- 
road Co. et al. 
* 27154—Rainier Pulp & Paper Co. vs. Port Townsend Southern Rail- 
road Co. et al. 
* 27155—Ranier Pulp & Paper Co. vs. Port Townsend Southern Rail- 
road Co. et al. 
January 22—Washington, D. C.—Argument: 
26736—Atlantic Coast Line Railroad Co. vs. Cape Fear Railways, 


nc. 
"eee Motors Corporation (Chevrolet division) vs. Alton 
et al. 


Merehandise Storage 
Most Modern Warehouses in 
Chicago, Kansas City and Los Angeles 


'?CROOKS TERMINAL tte ci 
‘ 3 Storage and Distributing of Merchandise of Every Description 
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| TRAFFIC MANAGERS 
T. J. MCLAUGHLIN Traffic 


TRAFFIC COUNSELOR 
Interstate Commerce and State Commission Cases and 


onl taiielad destino .Commerce 


815 Mills Bldg. lists 
WASHINGTON, D. C. Specia 


Statistical HENRY J. SAUNDERS 
Consulting Engineer, Statistical and 
and Accounting Analyst. 
Cost “Smeg wok Ueaed Des. 
An | and ones Geneniae , 
a yses 644 Transpertation Bldg. Washington, D. C. 


Py 


ATTORNEYS AT LAW| 


HARRY C. AMES 


me ATTORNEY AT LAW 
Practicing Formerly yp todones ine 
before the Trensportation Bide, Washington, D. G 
INTERSTATE _ 


H. D. DRISCOLL 

COMMERCE Commerce Counsel and Attorney 
COMMISSION Southern Building 
WASHINGTON, D. C. 


Oklahoma City Office, Terminal Bldg. 
Okla., 1503 E. 27th St. 
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